























































































































9 December 11, 1942 THE RAILWAY GAZETTE 
An Economic General Staff 
S | PPORT for the suggestion which has been made on_ several 
occasions in our columns that to cope efficiently with new 
industrial and economic conditions, an organisation based on the 
principles of the general staff should be created, was _ forth- 
coming last week from Sir William Beveridge. Since our issuc 
. : . of August 15, 1941, when we first suggested the bringing into 
A Journal of Management, Engineering and Operation being ‘el an industrial general staff, the aclie aim of which would 
INCORPORATING be to make the best and most efficient use of the industrial 
6 Fs * 4 Finn Quit g, fabric and its ramifications with the life of the nation, the idea 
Railway Engineer r TRANSPORT a The Railway News has been de veloped by a number of persons. It has been sug 
rem : awe gested, for instance, that a transport general staff should be 
Ghe Railway Times 7 Herapath's * RAILWAY RECORD. formed, and in his presidential address to the Institution of Pro 
ee THE duction Engineers, Sir Ernest Lemon, who has been closely 
FeAILWAYS, ; ET ° pws OF Cire associated with the idea since its inception, explained the need 
pave Sabine not only for an Industrial General Staff but also for a staff 
Pusuisnep Every FRIpay college in which personnel could be trained. Sir William 
AT Beveridge believes that the maintenance of employment after 
33, TOTHILL STREET, WESTMINSTER, LONDON, S.W.1 the war involves, at the verv least, the making of a national 
:, iii tall Spy Pas Fee design for the use of our national resources for meeting our needs 
rulechame Mo. : Wenemnass, 058 @ Maw in the aftermath of the conflict, and that to make that design, 
side in economic general staff is essential If execution of that 
Annual subscription payable in advat ind postage free design involves further direct intervention by the State in the 
| 1 Isle 1 Abroad ..£2 5s. Od economic sphere, new types of State servants, organised other 
Single Caples. <....0.0<is000 Soci eRe eaeuats One Shilling wise than in the existing Government Departments, are required 
ered at the General Post Office, London, as a Newspaper New jobs, he urges, need new methods 
=—— aes um 
77 No. 24 FRIDAY, DECEMBER II, 1942 — cee a : 
L.N.E.R. Engineering Organisation 
- RAP ae In our August 21 issue we recorded an important change in 
CON TENTS the organisation of the London & North Eastern Railway. At 
PAG that time Mr. V. M. Barrington-Ward was appointed Assistant 
Editorials : 969 General Manager (Operating) with all-line responsibility for the 
Letters to the Editon 9/0 movement of traffic and for the distribution of locomotive power 
rhe Scrap Heap 373 between the three areas into which the L.N.E.R. system is 
Overseas Railway Attia die divided Previously the L.N.E.R. had had no chief operating 
= Electric Traction Section 573 fficer, chief goods or passenger Manager, or chief civil enginee! 
International Railway Associations—II .. , d49 for the whole system When the change was made it was 
1 MSR. Diesel-Electric Shunting Locomotives ME ... 576 innounced as a wartime measure. Now a further change has been 
\merican-built ‘‘ Austerity ’’ Locomotives 380 made in L.N.E.R. organisation, this time relating to the Engi 
Railwav News Section o 3 neers’ Department Mr. J. C. L. Train, who last year was 
Personal = . a 3 ippointed Engineer, Southern Area, has now been made Chief En 
0% Transport Services and-the Wat ° 385 gineer for the whole system. He will have the help of three Area 
Ao Stock Market and Table aus we wee = 992 Engineers who at present report to the Divisional General Man 
Fe igers, and he will also have an Assistant Chief Engineer at 
GOODS FOR EXPORT headquarters It would appear that the general trend is to 
fact that goods made of vaw material n short supply modify the area organisation, and it may be assumed that the 
“ var conditions ave advertised in this paper should not Chief Engineer will lay down standards for maintenance and new 
, tke ndicating that they are available for export construction He will also deal with large schemes, but it is 
understood that the Area Engineers will be left free to com 
NOTICE TO SUBSCRIBERS municate with the Divisional General Managers and_ their 
nsequent } paper rationing, neu subscribe cannot traffic officers about minor works up to a specified limit. Mr 
cepted until further notice. Any applications will be put on [rain’s appointment was recorded in our last week’s issue 
; 1 waiting list which will be dealt with in rotation in veplace- 
t subscribers who do not renew their subscriptions ooo 
POSTING ‘“ THE RAILWAY GAZETTE” OVERSEAS Railway Seat Reservation 
i ould remind ty veaders that there are many overseas The reservation of train seats has again attracted a good deal 
j smtetes t which it is not permissible for private ndividuals to of publicity, and it has been suggested that a railway porter and 
64 ) printed journals and newspapers. THE RAtLway GAZETTE 1 porter from the Euston Hotel stood on Platform 14 at Euston 
N & the necessary permit and facilities for such dispatch. for half-an-hour, on November 26, to reserve three first class 
| tld emphasise that copies addressed to places in Great seats, and that a paper marked ‘‘ not-for-public-us¢ ” was pinned 
34 ) } hould not be ve directed to place overseas to the seats. The Daily Vail of December 5, which devoted 
4 é : some space to the matter, came to the conclusion that one cannot 
Nit REDUCTION IN SIZE OF PAGE — ’ rese rve , seat ina public compartment by tipping a porter to post 
} To economise in paper our readers will observe a slight — up a ‘ not-for-public-use "’ label, which is authorised by the 
Ni nin the e of THe Rattway GazettE in that the as Bing stationmaster The position of the railway companies in this 
Nil use has been veduced from 9 in. X 12 in. to 84 in. x 114 in. secindaleadi: he allel Mow receive instructions from the Miniicy of 
he type area of the page remains the same, namely, 7 im. X War Transport and act on them. Obviousdy. if « pesson is obh 
v , but the surrounding margins have been reduced. Thi to persuade 1 porter to secure a seat when the train comes into 
Nil f ivse detracts from the appearance of the paper, but is one of the station, or before it fills up, that is a facility which, in 
he exigencies of the war theory at least, is open to every traveller, but it does not come 
: sta at neon \ 1 the category of reservation as it was understood before 
- TO CALLERS AND TELEPHONERS pirrecroar pes ns became operative here are as have been 
4 Until further notice our office hours are pI nt : 
7% er ee oe 9.30 a.m. till 4 p.n pointed out in our columns previously, seven exceptions to the 
43 = Mor ays 8 ay t soneral rule that seats in railway carriages may not be booked 
4 tT} flice is closed on Saturdays _- saecapcte : 1 : sae . n “Wee 
\ccommodation may be reserved for members of the Forces on 
ANSWERS TO ENQUIRIES duty, prisoners of war, judges on circuit, Cabinet Ministers, high 
Nil By reason of staff shortage due to enlistment, we regret that Government officials, Service couriers, and lunatics It is not 
9% is no longer possible for us to answer enquiries involving 
6 search, or to supply dates when articles appeared in back 
unbers, either by telephone or by letter CHRISTMAS PUBLISHING ARRANGEMENTS 
ERRORS, PAPER, AND PRINTING To conserve pape y and reduce postage of copies in Christmas 
Owing to shortage of staff and altered printing arrangements week, the issues of THE RAILWAY GAZETTE ae December 18 
ue to the war, and less time available for proof reading, we ind 25 will be combined and published bi Decem vey 18. There 
uy readers’ indulgence for typographical and other errors will thus be a ee * — wan ay ohly sang 
. hey may observe from time to time, also for poorer paper and December 18 and 25 issue and ao aera Et ae eee 
nti compared with pre-war standard to be published on Friday, January 1 
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ilways easy for the casual onlooker to discern the category into 
which members of certain of these privileged classes fall, and it 
that misapprenhension has been caused by observation 


with the present restrictions 


may be 

f the procedure in accordance 

sas a 

Machine Tools and the War Effort 

The vital importance to the war effort of an adequate supply 
nd the best possible utilisation, of machine tools scarcely need 
stressed Indeed, this is a matter to which all the belli- 
long devoted earnest attention When Sir Perc 


to be 


gerents have 


Mills addressed the British Association of Machine Tool Mer 
hants recently, he declared that at present the demand for 
machine tools was as great as ever because we were now ente! 
ing the replacement period He added that in pre-war days 
machine tools were allowed to become far too old, and at this 


point comment may be made that this statement might usefully 


accepted warning for the future Every endeavour i 
being made at the present time to see that machine tools are 
placed in the right hands and in this way the best use of mar 
power may be ensured Sir Percy Mills said he was not in 


planning in the control of 


liberty of the individual, s« 


favour of too much bureaucratu 
machine tools He believed in the 
long as the individual behaved in the proper way The reaso1 
for the existence of the Machine Tool Control was to ensure that 
the right tools were available at the right time, and in the right 
Chere can be no doubt that the war has thrown int 

value of the machine tool industry of this 
usefulness will be equally great in the years of 


ifter the war 


pl ice 

prominence the 
untry Its 
construction 


seas a= 
Overseas Railway Traffics 


Among Brazilian railways the gross earnings during the past 
few weeks have shown steady increases In the first 48 weeks of 
1942 the Great Western of takings of £546,900 reveal an 
mprovement of £69,000, and those of the Leopoldina are £188,615 
highet Phe Paulo in the 47 November 22 has 
ecured gross receipts of {1,732,045, marking an advance of 4 15,226 
On the Central Uruguay the decrease is being gradually reduced 
and at the end of the 22nd week of the financial year has come 
down to £17,855. United of Havana traffics continue their welcome 
: {901,366 for the 22 weeks of the financia 
than £485,943. Six British 
traffics increases in the 21st 
Che respec tive gains are 

35,280, Bueno 


srazil 


San weeks to 


rise and the figure of 
year shows an improvement of no less 
owned railways in Argentina secured 
ind 22nd weeks of the financial year 

Central Argentine £87,936, Buenos Ayres & Pacifi 


Avres Great Southern £33,960, Buenos Ayres Western £16,860 
Entre Rios £8,730, and Argentine North Eastern £5,844 

No.of Weekly Inc. or Aggregate Inc. or 

week traffics decrease traffic decrease 

£ £ £ £ 

Buenos Ayres & Pacific* 22nd 100,800 18,000 1,915,620 210,720 
Buenos Ayres Great Southern* 22nd 176,280 13,800 3,030,420 201,180 
Buenos Ayres Western 22nd 62,520 6,420 1,124,580 30,300 
Central Argentine* 22nd 142,209 49,464 2,706,780 331,821 
Canadian Pacific 47th 1,052,600 84,000 45,030,600 6,151,800 


* Pesos converted at 16% to £ 
earnings of the Canadian Pacific Railway for the first ten 
months of 1942 amounted to £41,985,200 £5.978.400 


(;TOss 


in increase ol 
sss oe 


Maximum Passenger Trainloads 


With the reduced speed of express passenger trains that wert 
enforced from the bringing into operation of British war time 
tables, substantial additions to trainloads became possible with 
out additional demand on locomotive powet1 In general, only 
the London & North Eastern Railway appears to have taken 
full advantage of the fact, and on occasion has run trains in 
single units up to 25 and 26 bogie vehicles, and 20-coach trains 

ith a tare weight of 630 to 640 tons are now a commonplace oi 


the principal main line between Kings Cross, Doncaster, New 


castle, and Edinburgh These lengthy formations, although 
they make possible considerable economies in locomotives and 
personnel, and can be handled to time ipart from signal and 


by both 4-6-2 and 2-6-2 locomotives, are 
igeous At many in stops they 


permanent way delays 


ot entirely advant termediate 


nust be drawn up twice, and at Kings Cross they overlap by 
large margin the longest platforms Passengers arriving at the 
ir end of such trains may be prevented by the locking ot 
vestibule doors from moving with their hand luggage to a 
more forward position preparatory to alighting, and may have 


their journeys forcibly lengthened while the rear end of the train 


is being detached and shunted into another platform Th 
L.M.S.R Pacifics are rostered, over a considerable part of 


the West Coast main line, to take a maximum of 655 tare tons 
equivalent to 21 or 22 bogie vehicles of the mixed compartment 
ind open stock now used on the principal trains, but it is rare 
to see any greater formation than 17 or 18 cars Platforms at 
Rugby, Crewe, Preston, and Carlisle could comfortably accom- 
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GAZETTE December 11. 1942 
modate formations of 20 to 22 vehicles, but the mai: stacle 


is doubtless the more limited platform length at Eustor 
Seas a= 
The Furka-Oberalp Transformation 
It is remarkable how the 
war, even in a neutral country, 


strategic necessities o 


will bring to execution iect 


which in peacetime had been shelved resolutely on accour f cost 
In this category comes the electrification of the 60} mil f the 
narrow-gauge Furka—Oberalp Railway in Switzerland, of a 
group of three amalgamated lines which includes also th isp— 
Zermatt and Schéllenen Railways, and on which electric rking 
throughout was brought into operation on July 1, ; riefly 
recorded in our September 4 issue. In the past the win diffi- 
culties of working over the Oberalp and Furka sun Ss, at 


6,720 and 7,100 ft. altitude respectively, and the scantiness of 
the traffic, have caused these sections to be closed entirel\ 


uring 
that season, and through working to be confined to four ynths 
n the year. The Furka will remain closed during tl inter 
months, and it is intended to take down the overhead 


trical 


equipment from the more exposed lengths, to preserve 
damage. But the avalanche and snow protect 
tl ill-the-year-round 


] 
galle res 


he Oberalp section will make possible 


between Andermatt and Disentis By changing the Scl enen 
electric working to 11 kV, 165% cycles, the three railways in this 
group come into line, and their rolling stock becomes completely 
interchangeable, as it does also with that of the Rhaetian 
Bernina group, with which an end-on junction is made at 


Disentis The effect of electrical operation on the Furka 
Oberalp line, with its 24 miles of ‘rack-equipped trac 
maximum gradients of 1 in 9, has been revolutionary 
powerful four-motor 1,400 h.p. locomotives now brought 
have cut the best through time between Disentis and Brigu 
4? to 31 hr. at one stroke 


; 





aes om 
Transport Links with Alaska 
\ll forms of transport are being pressed into service for th: 
mprovement of strategic lines of communication between the 
United States and Canada on the one hand, and Alaska on the 
ther. In peacetime the normal means of communication w 
istal steamship, with railways and roads linking the ports 
the interior. War conditions made this insecure, and othe 











links have been, and are’ being, provided with remarl 

promptitude and engineering skill At first, air bases were « 

lished, but many of these were isolated at certain seasons of 
he vear, and had to be serviced by air. Then, outstanding ste 
were taken for the construction of a highway, based on th 
surveys made by the Alaskan International Highway Commis- 
sion. The highway which is now an accomplished fact is a well 


drained and carefully-graded military road, although much remains 
to be done before it can be regarded as a peactime highway 
Its development forms the subject of a brief article at 
587. Finally, schemes for a through railway appear to be well 
idvanced. Since the early spring, a survey has ind 
for a line approximately along Route ‘‘B’’ proposed by the 
Alaskan International Highway Commission, which is stated 1 
be the shortest possible direct route between Prince Georg 





been in 


the Alaska Railroad, and is 1,300 miles long Further 
ire given at page 586 
sas au 
‘* Railway Transport Charges ”’ 
In last week's issue under the above heading we refert 
1 remarkable article ’’ in The Times Trade Engineerin 


November on railway charges attributed to the journal’s Railwa' 
Correspondent We that in the course of this artic] 
ippeared that the Traders Co-ordinating Committee and 
Ministry of War Transport but not the railway companii 


said 


been discussing the level of railway charges Our attent 

been drawn to the fact that the article in question merels 
summarised the answer of the Traders Co-ordinating Committee 
to the replies received from the Minister of War Trans] 
tbout its complaint (previously reported in the press) that n the 





committee’s view the published revenue figures showed no justi 
fication for the increased charges for railway transport 

inder the first agreement between the Government and t! 
way companies. In commenting on the article we said 

railway correspondent of The Times Trade Engineering views 
with considerable alarm the prospect that after the war railway 
rates may be increased because the cost of railway outgoings 
increased. The railway correspondent who wrote the iC] 
should know well enough that the railways alone in this country 
ire required to show annually the economy of their work in 

court of law.’’ What The Times Trade & Engineering report 
ictually stated on this point was: ‘‘ A statement by the 
Ministry that the increase now in operation may be insufficient 
to put railway charges on an economic basis under post-wa! 
conditions, but is at least a step in that direction, is regarded by 
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ommittee as a cause for alarm if it means that the whole 
trend of railway rates policy is designed to raise the general 
evel of rates in order that they may be on what is called an 
conomic basis under post-war conditions.’’ Our attention has 
een drawn by the Railway Correspondent of The Times Trade & 
Engineering to the fact that our article attributed to him an 
pression of opinion, whereas he was merely reporting the views 
eld by the Traders Co-ordinating Committee, and accordingly 
nder him our apologies. 
sas a 
Intensive Wartime Traffics 
There are many indications that the heavy wartime traffics 
are being moved on the British railways are likely to 
( winter peak during the coming months, and some weeks 
go it was officially estimated that at least an extra 2,000 goods 
week, compared with last winter, will need to be run 
ler to accommodate increased military and war production 
s. No precise figures are likely to be made available during 
ontinuance of the war, but it is obvious that the increased 
o of hostilities, coupled with the fact that petrol and rubber 
tages are restricting the help which can be afforded by road 
port, will throw added burdens upon the railways The 
cal condition of the British railways has been a subject t 
considerable attention has been devoted, and the ability of 
the main lines to handle whatever is required of them has been 
ssured by the speedy execution since the outbreak of war of many 
y works which it is inexpedient at the moment to describe. 
Ne lines have been constructed to serve hundreds of war 
ctories; widespread schemes of railway wartime improvements 
ive been effected; new marshalling yards have been built and 
rs extended; many new goods loop lines and sidings have 
installed; running lines have been doubled and quadrupled 
been introduced; and thousands of miles of 
been laid to provide effective control of 
country. 


signalling has 
phone wires have 
movements throughout the 


The Transport Situation in Germany 


[he general transport situation in Germany this autumn was 
escribed in the Frankfurter Zeitung of October 15 as being on 
whole easier than last autumn. That paper attributes the 


provement primarily to the various measures for the organisa- 
of transport which have been taken since June last and 
based on the lessons learned during the previous 
[he efforts made to increase the use of the inland 
and thus to reduce the burden on the railways, are 
met with success As it was feared that many 
finding railway transport more convenient, would wish to 
itch their goods by rail this winter as in the past, efforts 
ive been intensified to encourage the continued use of inland 
ter transport. Another reason for the general improvement 
the situation is said to be the change in transport require- 
nts in the East. Large portions of the Occupied Eastern Ter- 
ries which last year were still in the battle zone are now 
ming economically stable and supplies can be obtained from 
This has resulted in a substantial reduction in the 
imber of goods wagons used for the transport of goods between 
Western Germany and the Occupied Eastern Territories. On the 
ther hand, the number of wagons used for the transport of 
s within the Occupied Eastern Territories is increasing, but 
total length of haul is very much shorter. This autumn the 
ipal German difficulties are said to be with road transport, 
either railways or inland waterways. The trans 
from the harbours of the inland waterways, and 
goods yards, to the consumer will need the use 
including hand carts 


n were 
itumn 
TWwavs 


o have 


not with 
rt of Zot ds 
the railway 


every available means 


Ses a= 
‘ Austerity ’’ Locomotives from America 


Among the minor effects of a war are new trends in fashion 
nly in human clothes and customs, but also in engineering 
striv economy in the construction of material necessi- 

es—economy in both raw materials and labour—is giving rise 


ing 1or 


rticles of the utmost simplicity in design. To these the term 
isterity has been aptly applied As we have already indi 
in this journal, the principles on which ‘‘ austerity ’’ goods 
produced are beginning to apply in the field of locomotive 
nstruction \ British Austerity locomotive was described 
ur issue for November 20; the German equivalent was 
scribed in our issue for December 4, and now, in this issue, 
ire able to give particulars of the American version All 
Tee engines are generally similar in that they have been 
signed with the ability to haul heavy trains over relatively 
ght or hastily-constructed tracks at low to moderate speeds 
the same time they are intended to be capable of holding 
own in normal main-line working, and thus to render a 


account of themselves in the best, as well as in less favour- 
circumstances 
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** Wagons—Big and Small” 


N November 27 the Railway Review published an article on 
‘* Wagons—Big and Small,’’ written by ‘‘ Railway Econo- 
mist.’’ , Briefly, his argument is that British railway goods and 
mineral transport is the slowest in the world because of the wilful 
and persistent blindness of the railway companies in not con- 
verting their ‘‘ small’’ wagons to those of 20, 40, or 50 tons 
capacity. In support of this, he alleges it is ‘‘ quite common ’ 
for a truck-full of traffic to take several days to travel only 50 
or 100 miles as compared with a next-morning delivery which 
would be given with unfailing regularity in any other country. 
Such remarks are of little value without supporting evidence, 
but if his sweeping assertions as to transit time in this country 
are intended to reter to pre-war practice, they are not confirmed 
by periodical taken by the companies. Odd wagons of 
traffic may occasionally suffer delay through a variety of causes, 
but such exceptional cases afford little justification for his general 
statement. If his remarks are intended to apply to present cir- 
cumstances, they are equally incorrect as a general proposi- 
tion, notwithstanding the serious interference with normal work- 
ing which is caused by the very large number of special trains 
now being run daily for Government purposes. He refers to 
quantities of grain, potatoes, sugar beet, and fresh vegetables 
being dispatched in train loads from one consignor to one con- 
signee—a statement which is largely imaginative—and then, 
perhaps with a sudden awakening to reality, adds ‘‘ or in 
sufficient quantities to fill one or more 20-ton, 40-ton, or 50-ton 
trucks."’ He makes frequent references to the railways using 
10-ton wagons, a statement which clearly indicates his lack of 
iuthority as a Railway Economist,’’ asa glance at the Ministry 
f Transport statistics would have shown him that the 12-ton 


tests 


wagon has been the railway standard for merchandise traffic for 
everal years and now represents over 60 per cent. of the total 
stock : 


He fails to appreciate that, for obvious reasons, the replace- 
ment of wagons by those of a higher capacity must of necessity 
be a gradual process and must from a competitive point of view 
be conditioned by the requirements of the traders rather than by 
theoretical considerations. He conveniently ignores the fact that 
vetween 1928 and 1938 the number of railway-owned merchan- 
dise wagons of 10-tons and under 12-tons capacity declined from 
45 per cent. to 29 per cent. of the total, and the number of 
12-ton wagons rose from 35 per cent. to 62 per cent. of the total. 
Between these years also the average capacity of railway-owned 
open wagons increased from 10-46 to 11:35 tons, covered wagons 


from 10°07 to 10-98 tons, and mineral wagons from 12-65 to 
13-84 tons, an overall increase of about 8 per cent. He then 


repeats the old contention that the average load of general 
merchandise filling a 10-ton truck is 24 tons. The Ministry of 
Transport statistics indicate, however, that the average wagon- 
load of general merchandise at starting point in 1938 was 2-99 
tons and, with the heavier wartime traffics now passing, it is 
known to be substantially higher at present. As an example of 
practice differing from precept, however, it is of interest that 
although the average capacity of merchandise wagons increased 
by 8 per cent. between 1928 and 1938, the average starting- 


point load of general merchandise actually declined by about 
3 per cent. In other words, larger wagons carried slightly smaller 
loads. 


‘* Railway Economist then points to the 
shunting and light mileage caused by the necessity for returning 
10-ton wagons to the collieries but fails to mention that much 
of this work arises directly from the private ownership of coal 
ind mineral wagons, the number of which is almost the same as 
the number of railway-owned wagons. Generally, the railway 


enormous waste of 


companies are not under any statutory obligation te supply 
wagons for coal-class traffic, although they did so pre-war in 


certain areas. As the colliery companies are mainly responsible 
for providing their own wagons, any failure to adopt a 20-ton 
or 40-ton standard obviously does not lie with the railway com- 
panies. In fact, the G.W.R. has been endeavouring for nearly 
20 years to popularise the 20-ton wagon for the conveyance of 
shipment coal. In 1923 this company acquired 1,000 high- 
capacity wagons for loan to colliery companies on simple hire 
terms, expended very large sums in adapting coal hoists at the 


docks to enable 20-ton wagons to be dealt with, and offered a 
5 per cent. rebate from the railway conveyance charges and a 


reduction of 1d. 
carried in such 
however, and a 


per ton 
wagons. 


from the shipping charges on coal 
The experiment was only a limited 
number of 


success, the wagons had to be used 
for other traffics. Under the provisions of the Development 


(Loan Guarantees & Grants) Act, 1929, the Great Western Rail 
way subsequently arranged, in conjunction with the Government, 
for the construction of 5,000 20-ton wagons to be available for 
hire to colliery owners with an option to purchase at a nominal 
figure at the end of the hire period. These wagons were all 
taken up, but, as was stated in the report of the Royal Com- 
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mission on Transport in 1931, the use of similar high-capacity 
wagons in the inland trade is being delayed because alterations 
estimated to cost some millions of pounds would be necessary at 
terminals and private sidings. 

Railway Economist ’’ is correct in his argument that the 
use of high-capacity wagons saves siding space, engine power, 
and so forth, but he omits any reference to one of the most vital 
points in connection with coal traffic, namely, that of the time 
occupied in discharging operations at destination. Figures com 
piled by the Standing Committee on Mineral Transport in 1929 
showed that, on the average, coal wagons were detained at the 
destination by consignees for slightly over 3 days. If this was 
with 10- or 12-ton wagons, what turn-round could be 
expected with a 20-ton or larger wagon? The advantages to be 
gained from the use of high-capacity wagons can be obtained 
only when it is possible to operate them in train loads and secure 
a quick turn-round On this point the standing committee 
remarked that, ‘‘ apart from the cost of reconstructing terminals, 
the small consignee prefers the small truck In many 
trade is such that he would have to take a large wagon partially 
filled, or would hold up for a very long time a large wagon sent 
with a full load.’’ Finally, if the railways are so hopelessly anti 
quated as Railway Economist perhaps he will 
explain how they are managing to deal satisfactorily with the 
heaviest tonnage they have ever oarried, particularly when 
regard is had to blackout conditions which reduce operating 
efficiency materially 


the case 


Cases his 


suggests, 


A Signalling Paper at the Civils 


{E paper on signalling presented on November 17, 1942, to 
the Institution of Civil Engineers by Mr. A. E. Tattersall, 
Signal & Telegraph Engineer, Southern Area, L.N.E.R., brings 
the proceedings of that body up to date on this important subject 
It is interesting to note that much of the most reliable information 
on the early developments in signalling is to be found in the papers 
read before the Civils years ago by Rapier, Preece, and Thompson, 
which were followed by lengthy discussions, when the views of those 
who had played a principal part in practically all branches of 
signalling were expressed in a way which makes instructive reading 
today In later years, too, other engineers offered authoritative 
papers to the institution and occasionally shorter contributions 
were obtained dealing with some special aspect of the subject, 
such as signalling on electric railways Signalling in India, for 
example, was very fully dealt with on one occasion, and the com- 
plete collection of papers and discussions forms a valuable asset 
to the signal engineer’s library Since the late Mr. William Willox 
dealt with the power signalling on the Metropolitan Railway in 
1922, there has not been, we believe, any paper read before the 
institution touching really modern trends in signalling, except 
those read by Mr. Tattersall himself to the Yorkshire Association 
of the institution some twelve years ago Even in that space of 
time there have been noteworthy developments, with some of 
which he has been particularly associated, and it is fitting that 
the Railway Engineering Division of the institution now should 
have from him a more extended account of the state of progress 
to which signal engineering has attained 
In an editorial in our issue for September 18, 1942, at page 267 
reference was made to the way in which the advancement in physical 
science and manufacturing processes, frequently in other depart 
ments of engineering, had re-acted on the thoughts and aims of 
the signal engineer and opened up possibilities of further fruitful 
endeavour. Sometimes they put within his. grasp the realisation 
of an ideal long clearly seen but for various reasons impracticable 
of attainment, at other times they pointed the way to new lines of 
action and changed the picture in marked degree The removal 
of the distinction, long of necessity preserved, between signal 
aspects by day and night, and the substitution of one system 
applicable at all hours, now constantly being extended in all parts 
of the world, has been achieved by the efforts of those producing 
lamps and lenses, and rests to some degree on the growing extent 
to which electrical power is being made readily available. This is, 
only another manifestation of the essential unity of 
science and the co-ordination which is the natural result of true 
scientific labour Its effect has, however, become increasingly 
noticeable in the field of signalling during recent vears, with the 
growing utilisation of electrical devices of less simple form than 
formerly sufficed. It has been also in part the consequence of the 
adoption of a broader conception of signalling and the lessened 
sense of difference between what used to be called the mechanical 
and electrical divisions of the art, itself come to be rightly con 
sidered as a unified whole, to be directed to a common purpose 
It is not surprising that there are many differences of opinion on 
the merits of the types of apparatus and methods of working 
mentioned in the paper. Railway working is a complex thing and 
a great many practical considerations, imposed by traffic require- 
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ments, by the limitations arising from the staff obtainable fo; 


operation and maintenance, and the necessity of allowing for the 
influence of local circumstances, all have to be weighed in formin, 
a judgment. Some engineers or traffic officers feel the iniportance 


of certain aspects of these problems, which impress others with 


less weight and this greatly influences the partiality felt for the 
precise form of apparatus to be adopted. Contradictory WS are 
heard as to what might seem to be relatively simple stions 
frequently because there is a particular feature in them that 
influences the persons concerned strongly in one direction or the 
other. To others, again, these very matters may appear hough 
scientifically interesting, of no great importance relative to the 
number of other elements that go to serve in the running of a 
railway. Signal engineering, taken even in its widest conceptior 
is but an element in railway engineering and operation, 1 ugh a 
vitally important and today highly specialised one, and its blems 
have to be looked at with that fact in mind. 

Much of the equipment to which the paper called attention is of 
such a nature as to deserve several, so that the author could giv 
only a general statement on the present position and his convictions 
respecting the advantages or otherwise of this or that practice 


These he has never failed to make known and to put into effect 
as several installations bear witness. Were it not 
some very large relay or circuit interlocking signal boxes, including 
one at a large London terminus, would presumably also have been 
in service, and much other work embodying ideas more particularly 
favoured by Mr. Tattersall would have been completed. Once a 
panel installation is in use at such a terminus a direct detailed 
comparison with the lever frame power system under on 
working conditions will eventually be possible, and should prove 
most instructive. It is not to be expected that all will share the 
views expressed in the paper on the advisability of bringin; 
large areas under the control of one signal box. The centralised 
traffic control met with on American lines works under very different 
traffic conditions, but even there there must be a limit to the 
amount of work to which a single signalman can give attention 
Here again, however, experience must ultimately be our guid 
rhis applies also to the technical problems involved in the u 
the various forms of track circuit, the attempts to produce a wheel 
counting or other substitute for them, the respective advantages 
of the several methods of operating outlying points, 
lighting, automatic train control, or cab signal devices. No doubt 
if technical considerations were all that mattered we could instal 
theoretically perfect system covering every conceivable contin 
gency, but much of it would be a form of over-insurance against 
very remote risks, whilst its upkeep would necessarily be very 
costly. 

There is one point in the paper with which all will agree and that 
is the emphasis laid on the importance of having adequate training 
of maintenance staffs, something which its author has himself done 
a great deal to further. One or two accidents of recent years have 
forcibly demonstrated how much depends on the care and intelligence 
with which maintenance work is done and the imperative necessity 
of ensuring that those entrusted with it are fitted for the charg 
Relay interlocking and present day telecommunication systems 
demand much more knowledge than sufficed in the times of th 
mechanical-lever frame and the single-needle instrument The 
fact indeed has for some time been recognised by many and mu I 
educational work been undertaken in various centres. It is t 
be hoped that this will become more and more extended when 
brighter days return. Signal engineers will feel indebted to Mr 
Tattersall for having brought before the Civil Engineers a paper 
which cannot fail to have shown them how great an amount ol 
thought has been directed to the perfecting of signalling apparatus 
and how creditable are the results that have been achieved by it 
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Welding versus Riveting, Bolting, and Casting 


HE question as to why welding should not be applied mort 
frequently is often asked nowadays. Welding has developed 

on a large scale during the last few years, and many progressivt 
works managers and engineers have no doubt about the advan 
tages offered by the process. Among the direct advantages, ar 
simpler design, economy of labour, and saving in weight 
metal. It is obvious that indirect advantages are of great 
importance also; for example, saving in weight means that less 
power is needed for transport, smaller dimensions are required 
for foundations, and handling is made simpler. Welding als 
means an avoidance of delay where castings are to be replaced 
need for new models and templates; either th 


[here is no 


casting can be redesigned as a welded job made from ste¢ 
plates, sections, tubes, and so on; or, sometimes, the damaged 
casting can be made good by expert welding. It may appear 


strange, therefore, that the introduction of welding processes ©! 
a universal scale still meets with difficulties. One of the reasons 
is purely psychological. For many years riveted joints ane¢ 
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castings have been considered fully efficient, 

tural inertia which prevents the adopticn of modern methods 
old-established 
Another explanation of delay in welding develop- 
Old-established workshops have a good deal 
money invested in their equipment for handling, machining, 
workshop processes; and, 
methods, 
and 


by those who prefer to stick to 
taking risks. 
ments is financial. 
nd drilling steel parts in the course of 

welding were substituted for these 
machines would have to be discarded, 
This argument, of course, 
mal industrial works which 


provided 


which, 


Some of the arguments can be disposed of easily by those 
who have had many years’ experience with arc-welding, gas- per cent 


welding, 


by older methods. 
lished first 


able to compete 
methods are not 


turing method 
long as better 
will represent the 


part of ferrous or non-ferrous metal. 
taken in applying welding to heavily-stressed structures such as 
locomotive boilers, railway-carriage 


bridges, all of which are exposed to 
failures; 


way to 


have been scarcely any 
enced only point the further 
It may be said that 


igain have been confirmed in its widest 


Buenos Ayres & Pacific Railway 


[S the year to June 30, 1942, the increase of £63,018 or 0-96 per cent 

in gross receipts was entirely offset by the advance of £207,901, 
in working expenses, which was due almost 
entirely to the war effect on cost of fuel, materials, and freights 


r 4-02 per cent 


does 
newly are being organised, 
no doubt, would derive full advantage by adopting the 
m¢ up-to-date methods in manufacturing their products. 


resistance-welding, and thermit-welding; welded joints 
ure certainly not less reliable than any type of joint produced 
On the contrary, if welding had been estab- 
ind riveting introduced as a later development, it is 
joubtful whether it would have been accepted as a manufac- 
with 

available, 
ideal type of connection between two or more 
Great 


underframes, 
rather critical 
loading, including impact, vibration, and fatigue, and yet there 
those which have been experi- 
improvement, 
welding methods, of types of electrodes, or of properties of steel 
r welding has come to stay; 
applications in the 
production of munitions, tanks, warships, and aeroplanes 
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and there is a kind 


ones without 


many of these 
new equipment 
not apply to the 


and to October 1, 1937. 


account {9,549,295 


28-69 per cent 
the former. So 
the welded joint 
risks had to be 


railway 
types ot 


and 
Passengers ... 


Train-miles 
either of 
Goods receipts 


its advantages 


Net receipts 


general goods brought in £38,026, or 10-61 per cent., more. 
from wheat there was an improvement in cereals traffic. 
shrinkage in imports has given rise to a notable expansion in local 
manufacturing industry, which is reflected in the traffics. 
operating figures follow 


Tons of goods (metric) 


Net profit per train-mile 
Operating ratio, per cent. 


Passenger receipts 


Gross receipts ... 
Working expenses 


569 


Exchange differences and provision for depreciation of currency net 
floating assets reduced the balance of net receipts to £613,674, and 
the amount available for debenture interest, etc., was £773,979. 
Interest on the first and second debenture stocks of the company 
and of the Argentine Great Western Railway Company, and on the 
first debenture stock of the Villa Maria & Rufino Railway Company, 
amounting altogether to £373,315, was paid on the due dates, and 
the payments of arrears on the 4} per cent. debenture stock of the 
company have now been brought up to July 1, 
5 per cent. debenture stock of the Argentine Great Western Company 
For the year under review the debit balance 
was {1,097,111, making the total balance at debit of net revenue 


1937, and on the 


Total passenger receipts showed an increase of £61,644, or 7-10 
, and the first class receipts of £413,175, which were £21,352 
higher than in the previous year, represented 47-05 per cent. of all 
passenger receipts exclusive of Government traffic. Goods receipts 
as a whole were 1-99 per cent. lower, notwithstanding a slightly 
heavier tonnage, but livestock receipts improved by £100,064 or 
The valuable wine traffic was maintained, and 


Apart 
The large 


Some 


1940-41 1941-42 
14,601,457 15,220,731 
3,407,677 3,436,921 
9,020,208 9,067,373 
3s. 2d. 2s. 10d. 
78-38 80-76 
£ £ 
868,592 930,236 
4,726,258 4,632,293 
6,594,100 6,657,118 
és ‘ee 5,168,456 5,376,357 
. 1,425,644 1,280,761 


Trials were made with wood-burning locomotives on the majority 


of the sections of the line in order to establish consumption rates, 


local section 


intermediate fuelling points required, as also the necessary adjust- 
ments in train timings and loads. 
gradually been extended, beginning with branch lines and secondary 
services until, on May 1 this year, at the change to the winter time- 
table, the consumption of coal was restricted to the Buenos Aires 


As a result, the use of wood has 








Publications Received 


Locomotive Management: Cleaning 

Driving—Maintenance. 8th Edition 
By the late Jas. T. Hodgson and the late 
Chas. S. Lake London St. Margaret’s 
Technical Press Limited, 33, Tothill Street, 
S.W.1. 8} in 5$in. 492 pp. XVi pp 
Profusely illustrated Price 8s. net For 
nearly 35 years ‘‘ Locomotive Management ”’ 
has been recognised in railway circles as 
the standard text book for helping cleaners 
and firemen to the knowledge that they 
must possess 1n order to qualify for pro- 
motion It has, moreover, come to be 
regarded as the most handy and complete 
book of reference for fully-qualified men 
seeking information outside their immediate 
experiences. The present edition has been 
necessitated by the very rapid exhaustion 
of stocks of the 7th edition, for which the 
demand has been particularly heavy owing 

the great number of railwaymen who 
1ave had to qualify before their time in 
order to fill gaps left by more experienced 
men taking up war work. 

The opportunity has been taken to 
make a few minor changes in the text and 
to include illustrations representative of 
the most recent locomotive practice It 
has not, however, been found possible in 
present circumstances to add substantially 
to the size of the book. In our review of 
the 7th edition, published on page 20 of 
our issue for January 20, 1939, it was 
gested that more space might be de- 
voted to an explanation of fundamental 
principles, but, short of removing useful 
existing material, this, obviously, could 
not be done. It is suggested that, after 
the war, the educative value of this already 
invaluable book could be enhanced by 
dwelling at greater length on the points 








mentioned in our review of 1939 but, in 
the meantime, we feel confident that it 
will meet the needs of all locomotive men 
preparing to face greater responsibilities 
here and now 

The time for reading must be cut to a 
minimum and the probability is that the 
adherence once again to bare essentials 
in ‘‘ Locomotive Management will be 
appreciated rather than otherwise Cer- 
tainly it would add nothing to the value 
of this book at the present time to give 
data on the effects of streamlining, and it 
is doubtful whether the hard-pressed fire- 
man or driver would at the moment want 
to build up for himself a better theoretical 
background by studying the basic prin- 
ciples of combustion, feedwater treatment, 
and steam behaviour in cylinders. The 
time for this may come later when the 
9th edition is being prepared. The value 
of any instruction book lies very largely 
in the illustrations and diagrams and these, 
despite wartime difficulties with paper, 
blocks, and printing, continue to reveal 
in the clearest possible manner the inner 
construction and working of locomotives 
and locomotive accessories. The chapters 
on Clearing House Rules for Signals and 
other matters affecting train working are 
not the least valuable in the book, for 
they emphasise again that, while responsible 
for the efficient working of their locomotive 
as a piece of machinery, the men on the 
footplate have the further and still greater 
responsibility of ensuring safe conduct for 
passengers and merchandise over the rail- 
way at all times. STUART MAILL. 


Tin-Base Bearing Metals. By W. T. 
Pell-Walpole, J. C. Prytherch, and Bruce 
Chalmers. Paper reprinted from the 
Journal of the Institute of Metals. Middlesex : 


Tin Research Institute, Fraser Road, Green- 
ford; U.S.A.: Battelle Memorial Institute, 
505, King Avenue, Columbus, Ohio. 8} in. 

54 in. Paper covers. Gratis.—The Tin 
Research Institute’s publication No. 111 
records a comprehensive study of the 
factors governing the adhesion of tin-base 
bearing alloys to various backing metals, 
including steel, bronze, copper, brass, and 
cast iron. The results of this investigation 
were first reported in the Journal of the 
Institute of Metals, Vol. 68, 1942, in a paper 
by W. T. Pell-Walpole, B.Sc., Ph.D., 
J. C. Prytherch, B.Sc., and B. Chalmers, 
D.Sc., Ph.D. The conditions for obtaining 
efficient bonds are considered, and the 
many factors affecting these conditions in 
manufacturing operations are examined. 
\ large number of tests are described which 
indicate the most suitable methods of pre- 
paring and tinning the bearing shell, and 


of casting and cooling the lining. The 
results of thousands of individual tests 
show the effects of variations in alloy 


composition, mould design, temperature of 
metal and mould, and rate and direction of 
cooling, in relation to both hand pouring 
and die-casting and also to centrifugal 
methods of production. The part played 
by shrinkage cavities at or near the bond 
is also examined, and methods of operation 
are suggested by which this trouble may be 
avoided. 


Machine Tool Control.—A copy of 
Machine Tool Control Leaflet No. 7, 
recently issued by the Ministry of Supply, 
has reached us. It is entitled ‘‘ The Essen- 
tials of Good Fixture Design ’’ and contains 
information of interest and value to the 
engineering industry. In it advice is given 
respecting the design and use of fixtures for 
machining purposes and several sketches 
illustrating the points made are included. 
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LETTERS TO THE EDITOR 


(The Editor is not responsible for the opinions of correspondents) 


Mixed-Gauge Trains 


60a, Green Lane, Northwood, 
Middlesex. Nov. 28 
To tHE Epiror oF THE RatLway GAZETTE 
Sir,—The quotation from the G.W.R. service timetables of 
November, 1874, ‘‘ The gauge of the trains on the Windsor 
branch is uncertain,’’ which you gave in THE RAILWAY GAZETTE 
of November 27, p. 516, is explained by a_ statement in 
MacDermot’s History of that line (Vol. Il, p. 325): ‘‘ During 
the ‘sixties and ‘seventies the Windsor branch was remarkable 


ind, it seems, unique in having some mixed-gauge passenger 
trains, broad and narrow vehicles being joined by means of a 
‘dummy,’ similar in buffers and couplings to the ‘ match- 
trucks’ used for the same purpose on goods trains in West 
Cornwall.’’ 
In ‘‘ Earnest Struggles or the life of a stationmaster . 
the author, who was stationmaster at Windsor, states that ‘‘ the 
dummy ’’ was the regular railway term on the Windsor branch 
for this vehicle which was frequently used to fit in between 
narrow-gauge coaches and a broad-gauge engine or vice versa, 
thus enabling the mixed gauge train to run 
Yours faithfully, 
REGINALD B. FELLOWS 
Times of Duplicate Trains 
1, St. Johns Park, $S.E.3 
Nov. 30 
fo THE Epiror oF THE RatLway GAZzeETTI 
SIR [ have hesitated to add a word in support of 


‘“ Voyageur’s ’’’ letter in your issue of Nov. 13, as I should be 
sorry to be thought guilty of ‘‘ pernickety and meticulous 
criticism of wartime train arrangements, but—with all respect 
some of your editorial comment scarcely germane to 
‘“ Voyageur’s ’’ very reasonable suggestion Surely the way to 
‘equate the traffic,’” and to make sure that the best use is 
made of whatever trains can be run, is to give the public the 
fullest possible information? The railways are amply covered in 
the event of an advertised duplicate proving unnecessary at the 
last moment (a very unlikely contingency), and although the 
proportion of civilian traffic to the total carryings may be small, 
it is almost entirely made up of people whose time is very 
valuable nowadays You will recollect that the Southern Rail- 
way has recently advertised duplicates in its West of England 
service which run close to the “‘ ordinary ’’ times, and I am not 
aware that that company’s difficulties have been increased by so 
doing, but I have particularly in mind a case of a ‘“‘ Fridays 
and Saturdays only ’’ duplicate in the North of England, which 
regularly makes its 130 miles journey from 45 to 60 minutes in 
advance of the train it should ‘‘ relieve.’’ It is not advertised 
and, consequently, is lightly loaded. The people who are “‘ for- 
tunate in being permitted to travel at all’’ have inevitably to 
suffer from alterations which may have to be hurriedly made— 
the L.N.E.R., for example, altered the 2.30 Edinburgh and New- 
castle service to 1.40 at a mid-September date, and severed the 
connections from Perth and Aberdeen—but why may they not be 
told of whatever services are, generally, run? 
Yours faithfully, 
R. E. CHARLEWOOD 


seems 


Some L.N.W.R. Services South of the 


Thames 


Bordyke, Burgess Hill, 
Sussex. Nov. 28 
lo THE EpITor or THE RAILWAY GAZETTE 

Sir,—The L.N.W.R’s. first transpontine train service in 
1863 was not to Waterloo, but to the Crystal Palace over the 
West London Extension Railway to Clapham Junction (L.B. & 
S.C. side) and thence on that railway to the low level station 
at the Palace. At first the trains ran only on Mondays and 
Saturdays, but later a daily service was run, and continued 
for many years; in May, 1875, it was between Willesden and 
Croydon and so continued for many years, Croydon Central 
being the terminus until that station was closed, after which New 
Croydon was the southern limit for the trains. 

The L.N.W.R. service to London Bridge, S.E.R., men- 
tioned by Mr. P. E. Davis in his letter (p. 515, THE Rattway 
GAZETTE of November 27) commenced in July, 1865, and was 
the first public train service connecting the L.S.W.R. and 
S.E.R. at Waterloo, as well as the first L.N.W.R. service 
to Waterloo terminus. Ten trains each way were run on week- 
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days; the journey between Euston and London Bridge occupied 
about an hour. The S.E. line between London Bridge and 
Charing Cross was opened in January, 1864, with an intermediate 
station in Blackfriars Road. For some time the connection 


between the L.S.W. and S.E. Railways at Waterloo was of a 
makeshift character, and, previous to the L.N.W. service to 


London Bridge, had only been used for Royal Specialy 
between Windsor and the South Coast. The S.E.R., as owner of 
the Charing Cross Railway, was under a statutory obligation t 
construct a proper junction at Waterloo, which was carried out 
later. The Waterloo Junction Station of the S.E.R. was opened 
on January 1, 1869. The description states that the platforms 
were about 3 ft. high ‘‘ or nearly the height of the floors of the 
carriages ’’—evidently quite unusual at that time. The Black 
friars Road Station was closed upon the Waterloo J tion 
Station being brought into use. 

After the completion of the spur giving a direct run ugh 
from the west to Cannon St., the L.N.W. service was trans- 
ferred in February, 1867, from London Bridge to Cannon Street 


but the service was withdrawn at the end of that year 
\ service of L.N.W. trains between Willesden and Waterlo 


terminus was commenced on January 1, 1875. These trains 
conveyed horse boxes and other vehicles to the L.S.W.R 
ind also for transfer to the S.E.R. and vice versa At holiday 


times the shunting of these vehicles at Waterloo caused delay 


ind inconvenience to the heavy trafhi As a result, following 
these delays, the L.S.W.R. always agitated for the  with- 
drawal of the service, to which the L.N.W.R. assented in 
January, 1893. Meanwhile the number of trains had _ been 
reduced from 8 in 1875 to 6 a day 

It is interesting to note, concerning foreign trains’’ at 


Cannon St., that from September 1, 1867, the L.B. & S.C.R 
crack Brighton expresses—8.45 and 9.45 a.m.—up to L 
Bridge, were extended over the S.E.R. to Cannon Street 

the balancing 4 and 5 p.m. expresses to Brighton started 











the City terminus Five minutes were added to the origi 
journey time of 75 minutes in each direction for the extension t 
Cannon Street. The trains continued to call at Crovdon and 


London Bridge in both directions. 

Extra fares of 6d. first class, and 4d. second class were charged 
for the additional journey to, or from Cannon St., but the 
return fares were less than the sum of two single journey tickets 

Yours faithfully, 


G. A SEKON 


Willesden and Willesden Junction 


The Railway Club, 

57, Fetter Lane, E.C.4. 

To THE EpITor or THE RAILWAY GAZETTE 

Sir,—Mr. D. S. Barrie, quoted in your issue of November 27 

page 515) is in error as regards the position of Willesden Station 

in the early ’60s. The trains called at Willesden, } mile to the 

north of the present Willesden Junction; that Willesden was 

closed on the opening (on September 1, 1866) of Willesden 

Junction. The station just south of Willesden Junction was the 

old West London Junction, and it was used only from 
June to November, 1844 


Nov. 27 


ibout 


Yours faithfully, 
HARRY W. BARDSLEY 

G. P. Neele, in his ‘‘ Railway Reminiscences,’’ says: ‘‘ Brad- 
shaw’s Guide for May, 1844, shows a new station open on the 
London & North Western Railway called Willesden. Prior t 
this there was nothing between London and Harrow. This 
Willesden Station (six miles from London), and Sudbury, were 
opened on the same day, together with those at Pinner and 
Bushey. Willesden was a small roadside station on Acton Lane, 
which the passengers of that day believed to be constructed for 
the sole accommodation of the Manager, Captain Huish, who 
lived at a short distance from it. In July, 1844, a new inter- 
mediate station, called West London Junction, 5} miles from 
Euston, is shown.’’ We may add that the West London Rail- 
way, passenger service to Willesden (London & Birmingham 
Junction Station) lasted only from June 10 to November 30 
1844.—Eb. R.G. 


( 








PLYMOUTH TRANSPORT CO-ORDINATION.—Sir Alfred Robinson, 
the South-Western Regional Commissioner, who held an inquiry 
at Plymouth on November 12 and 13 into complaints made about 
changes in local bus facilities as a result of the recent co-ordina- 
tion scheme between Plymouth Corporation and the Western 
National Omnibus Co. Ltd., has now issued his memorandum 
Broadly, he accepts the value of the scheme introduced by the 
Plymouth Transport Joint Committee, and agrees that the fares 
charged are generally reasonable. The operators have suggested 
detail modifications to some routes and schedules, which the 
Commissioner has sanctioned. 
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The Scrap Heap 


RUBBING It IN 


Don’t travel unless you must!’’ An 
old A.B.C. Railway Guide will make two 
square feet of wallboard for a war factory.” 
-Fyrom “‘ Business.” 


* * + 


No LIGHT 


fty-nine persons have had their light 
supply cut off for three days at The Hague, 
4g a punishment for bad black-out From 
a Evening Standard.’ 


PUNISHMENT 


* * * 


\ G.W.R. goods porter was sentenced 
to six months at Bath City Police Court 
recently. He stole an iron-bound box, 
which weighed 1 cwt. and was marked 
Coin.’’ When he got it home he found 
it contained 9,600 farthings 


* * * 


Catt To U.S.A. WomEN 


Women in railroading just mean mort 


women power to help man power Phe 
Army has its W.A.A.C.S., the Navy has its 
W.A.V.E.S so why shouldn't the rail- 
id have its W.I.T.S. (women in trans 
portation From the Ratlway ge,”’ 
7 « « 


THE CHRISTMAS TREE May TRAVEI 

Christmas trees are arriving by train in 
London. Holly and mistletoe, however, 
are debarred from railway journeys by the 
Ministry of War Transport Order stopping 
the carriage of cut flowers and decorative 
fe It would be a mistake to suppose 
that the Government has a preference for 
the Christmas tree or any desire to sabotage 
the Christmas kiss under the mistletoe in 
irban areas. The Christmas tree has merely 
been lucky, coming as an exception to the 
der under the Whitehall description of a 
tree, shrub, or bush with persistent hard 
woody stem ”’ and having a root attached 
but without soil or pot So the tree, 
ub, or bush aforesaid may be transported 
for Christmas decoration Holly, better 
berried than for many years, must stay 1n 
the country or get a lift otherwise than on 
the railways From “ The Manchester 
Guardian.” 


] 
lage. 








Nameplate of the latest Doncaster-built 
L.N.E.R. locomotive, the 1942nd engine 


to be constructed at Doncaster Works 
and built in 1942 
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THE ‘‘ MYSTERY” OF SUPPLY 
(A nearly true story in rhyme) 

The ‘“‘ unit ’’ broke (t’was somewhat old) 

Che office bloke was ’phoned and told 

To order up at once a piece 

Meanwhile, of course, the work did cease 

The office bloke wired straight away ; 

‘* A Breakdown . . Urgent . . Send today, 

Six inches four by two annealed.”’ 

Alas, this order was revealed 

\ permit must be first obtained 

Before the piece could be entrained. 

This caused us quite a nasty shock, 

Because the piece was offered ‘‘ stock.”’ 

To Steelbar House a letter went 

lo ask them could some forms be sent, 

Whereon permission we might seek 

These came at last (this took one week), 

rhen, by return, all duplicated, 

Che full details were plainly stated 

Another week went by, and then, 

Steelbar House wrote—(Our Reference 


‘ Gen.” 

You don’t state period when required ”’ 
“Right now” the answer quick was 

wired ; 


[wo further weeks had passed away, 
‘Ere Steelbar House wrote back to say 
‘Our Mr. Jones will call on you, 

“ To ascertain if, in our view, 

This want of yours is justified "’ 
(They must have thought that we had 

lied) 
len days elapsed—then Jones called round 
To view the job upon the ground ; 

To vet. the statements we had made ; 
lo see they warranted first aid 

‘“ For which Department do you work ? 
He queried, with official smirk 

‘* I'll have to ask to see contracts, 

And then I'll marshall all the facts.”’ 
He filled his book with lots of figures, 
(Our staff could hardly hold their sniggers) 
‘ Ahem,”’ said he, ‘‘ I am afraid 
“You'll have to ask the Board of Trade 

Submit, as grounds for claiming grant 
Repair and maintenance of plant,”’ 

He left—and we began again, 
Although it went against the grain, 

lo Tradeboard House we wrote a letter, 
But never thought they'd go one better 
Chey wrote and asked us to relate 
Percentage of our work for State, 

And would we kindly specify, 

Which was the parent Ministry ? 

On checking up t’was plain to see 
Most of our work was M.A.P 

Although by now four months had passed 
We thought we’d got the steel at last 
So you can judge our pained surprise 
When on us called a Mr. Brize, 
Forgive us if we seem to grouse, 

But he'd been sent by Airboard House 
To check upon the simple facts 

(And chase right up the others tracks) 
We told him all that we did know, 
And wished him far, before he’d go 

He promised us that without fail 

We'd get the licence by next mail 

This may be perished in the post, 

Or else our Mr. Brize did boast, 

It took three weeks, all but a day ; 

We got it on the first of May, 

And sent it off at ten o’clock 

To get that four by two from stock. 
Alas, while all this game was on 

The stock was sold, the piece was gone. 
So back to Mr. Brize we went, 

Our patience very nearly spent. 

Please, could he help us in our plight ? 
He said he could—then said he might 
Hours of waiting ticked away, 

Till, on a cold and frosty day, 

A “ Chaser ’’ M.A.P. called in, 

And asked us with a sickly grin 

By extra spurt would it be poss. 

(If only to oblige his boss), 

To meet a very urgent call, 

By pushing others to the wall ? 








71 
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In fact, it was a breakdown job, 
(We held our breath and checked a sob) 
‘A bit of four by two annealed ”’ 
The red blood in our veins congealed— 
Pink Elephants . . Could we supply ? 
The very piece we longed to buy. 
EPILOGUE 

If, when at ease—perhaps mopping ale, 
You ponder on this sorry tale, 
Don’t be too harsh, try to forgive ; 
The Ministerial bloke must live ; 
Stay at Hotels, ride in a car, 
And yet he wants to win the war. 
What’s that you say ? this need not be, 
Sez you, Says I, you’re telling me. 

* * a 
Exactly 25 years ago the G.W.R. was 

beginning to equip some of its large fleet of 
buses and vans with coal-gas containers 
* * * 


\ season-ticket holder on the Great 
Eastern Railway, finding his train not 
ready in consequence of the fireman not 
keeping up steam, ordered a “ special” 
for which he was charged £39 15s., which 
he paid and then brought an action to 
recover, together with £10 for loss of time 
The case was tried in the Court of Ex- 
chequer and Mr. Baron Martin said it was 
nonsense for people when guilty of negli- 
gence to say ‘‘ Mind, I won’t be responsible 
for it He was astonished that the com- 
pany had not returned the money charged 
for the special train. The jury gave a 
verdict for the plaintiff for the amount 
claimed.—Extract from The Graphic,” of 
November 19, 1870 

x . * 


U.S.A. Girts To GREAT BRITAIN 

Recently there appeared in some of the 
fire-watchers’ rooms in the Manchester 
operating district neat little radio sets ; the 
big Manchester goods depots of Ardwick, 
Deansgate, and Ducie Street received one 
each, and one was also sent to Birkenhead, 
on badly blitzed Merseyside. At once these 
sets, gifts from the men and women of the 
3altimore & Ohio Railroad, became the 
centre of an interested humming and 
buzzing, and there were few whose hearts 
did not experience a peculiar surge of 
emotion as they read the message on the 
little plate, and realised how railwaymen in 
another continent were giving such prac- 
tical proof of their understanding.—/lvom 
the ‘‘ London & North Eastern Railway 
Magazine 

* 7 * 


LocoMOTIVE COAL 

As an engine driver on the L.N.E.R. 
with over 30 years’ experience as fireman 
and driver I take exception to the recent 
B.B.C. statement on the saving of coal on 
the railways. We are never too old to learn. 
but isn’t it rather late in the day to be 
taught something we have been doing for 
vears, that is, using coal to its best advan- 
tage, for remember, the fire doesn’t feed 
itself, and it means work. A big saving 
can be effected by the companies if repairs 
are attended to before the engines leave 
the sheds. Leaking fireboxes, blocked-up 
tubes, glands and joints blowing, dampers 
which won’t shut down—all these waste 
more fuel than a fireman could on any 
journey.—Mr. Sydney Hadfield in a letter 
to the ‘‘ News Chronicle.” 

« * * 
‘RAILWAYS AS THEY Run’ 


Scene: Film entitled ‘“‘The Great 
Impersonation.” 

Act I.—Orient liner arrives at Tilbury. 

Act II.—Boat train speeds to London on 
Southern Railway. 

Act III.—Passengers from above are 
seen leaving Euston Station. 
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OVERSEAS RAILWAY AFFAIRS 


(From our correspondents) 


CANADA 


Freight Traffic 
rhe latest report of tons of revenue 
freight loaded at Canadian stations, which 
included estimates for the months of July 


and August last, indicates that railway 


tonnage is maintaining its record level 
The August tonnage was estimated at 
7,774,000 tons, which was only 70 tons 


more than the August, 1941, figure, but 
nevertheless, represented a new peak for 
the month With grain loadings currently 
running at a low level, and with no indica 
tion of a prospective improvement, how- 
ever, it does not appear likely that railway 
tonnage figures will be found to have 
reached the peaks set up in September 
October, and November, 1928, when grain 
loadings were very heavy In the first 
eight months of this year, 59,585,000 tons 
of freight have been loaded, a new record 
level, representing an increase of 5,086,000 
tons over the corresponding period of last 
vear and of 13,699,000 tons over the 1940 
figure 

In comparison with the pre-war total of 
32,648,000 tons loaded in the first eight 
months of 1939, the increase amounts to 
26,937,000 tons, or 83 per cent The fact 
that wagon-loadings show an_ increase 
of only 44 per cent. for the same period 
indicates that measurement by wagon 
loadings has its limitations, and that the 
monthly data of tons of revenue freight 
loaded must be used in conjunction with 
wagon-loadings to prevent a misinterpreta 
tion of the weekly data. This is illustrated 
also by comparisons of the current year 
with those of 1928 and 1929 Railway 
tonnage shows an increase of 23 per cent 
ver the 1928 level and of 19 per cent. over 
1929 level, despite the fact that wagon- 
loadings for the current year are slightly 
below the figures for 1928 and 1929 This 
may be said to be due to the fact that a 
wagonload does not represent a_ fixed 
quantity 


UNITED STATES 


The Newest Ferry Steamers 

The latest Pere Marquette ferry, the City 
f Midland, built at Manitowoc, Wisconsin 
in 1941, is over 400 ft. long, carries 32 loaded 
freight wagons and 50 automobiles, and 
makes two double trips daily between 
Ludington and Manitowoc at 18 knots 
[ypical of the larger ferries are the P.M.R 
City of Flint and City of Saginaw, on the 
Ludington-Milwaukee run, 369 ft. long, 
57 ft. in the beam, of 18 ft. draught, and of 
3,300 tonnage; and with turbo 
electric power driving them at 18 knots 
The rough conditions prevailing on the 
lake at certain seasons, and during the 
autumn in particular, have made it neces- 
sary to design these vessels on ocean-going 
lines, and they have also strengthened bows 
for icebreaking in wintertime ; the risk may 
be realised from the fact that in October, 
1929, the Grand Trunk ferry Milwaukee, 
with a full freight of loaded wagons and a 
crew of 54, foundered with all hands while 
crossing 

In a normal year the aggregate move- 
ment of eastbound freight across the lake 
amounts to over 1,600,000 tons, and west- 
bound to nearly 1,500,000 tons; the latter 
is mainly coal, accompanied by iron and 
steel products, salt, and perishables ; east- 
bound the traffic consists chiefly of grain, 


vToss 


dairy products, lumber, and miscellaneous 
raw materials In war conditions, of 
course, these tonnages are being exceeded 
greatly. 
A New Route for Ore 

It is estimated that the total amount of 
iron ore which will have passed through the 
locks at Sault Ste. Marie, Michigan, from 
Lake Superior to ports on Lake Michigan 
and Lake Erie, will amount to 84,000,000 
tons by the time the formation of ice on 
the lakes necessitates the usual winter 
suspension of traffic ; and, as this traffic is 
increasing constantly, consideration of 
alternative routes is urgently necessary to 
guard against the possibility of any blockage 
of the Soo canal and locks. The War 
Production Board therefore has sanctioned 
the construction of new docks and ore 
vards at Escanaba, on Lake Michigan, 
together with the dredging, if required, of 
new channels to Escanaba harbour, and 
track and bridge improvements on the 
railways to Escanaba from _ Superior, 
Wisconsin, at the western end of Lake 
Superior, and Ironwood, Michigan; the 
aim is to by-pass the Soo canal, and to 
make Escanaba capable of handling up to 
60,000,000 tons of ore in a season. Further- 
more, endeavours are being made, by the 
use of more powerful icebreaking vessels, 
to keep certain water routes for ore open 
throughout the winter. 


1,000 Miles of Line for the W.P.B. 

During the six months from February to 
July last the War Production Board 
requisitioned roughly 1,000 miles of track 
materials from abandoned and non-essential 
lines, and, including sidings, spurs, and 
miscellaneous track-side equipment, it is 
calculated that the total of rails, switches 
and crossings, fastenings, and other items 
taken over, amounts to fully 200,000 tons 
Rails and switch and crossing material 
which is in a good and serviceable condition 
is relaid as received; when the condition 
of the rails is not so good, they are dis- 
patched to rolling mills for re-rolling ; and 
the material which is past further use goes 
to the war effort as scrap The usable 
material is devoted by the W.P.B. to the 
laying of additional trackage around docks, 
arsenals, and ammunition depots, and to 
new camp some of which have 
required branches of considerable length to 
connect them with the nearest adjacent 
railways. The Pennsylvania Railroad alone 
has released nearly 60,000 tons of rail, of 
which half was in sufficiently serviceable 
condition to provide 200 miles of new track 
for war purposes. 


sites, 


Dynamiting the Denver Zephyr 

Two months after the attempt to sabotage 
the Panama Limited streamliner of the 
Illinois Central Railroad comes a dastardly 
attempt to derail the Denver Zephyr of the 
Chicago, Burlington & Quincy Railroad, 
one of the fastest trains in the United 
States. At 12.5 a.m. on September 14, 
the Denver Zephyr was travelling at 
80 m.p.h. near Nodaway, Indiana (421 miles 
west of Chicago), when charges of dynamite 
inserted in the track were exploded under 
it. Bundles of five or six sticks of dynamite 
had been set in the ballast at twelve different 
points within a distance of about 600 ft., 
wired together in such a way that they could 
be detonated simultaneously. The two 
power coaches and the two _ head-end 
coaches of the train had passed over the 
affected length when the explosion took 
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place, but the remaining ten coaches 
suffered damage from blast to under/rame 
equipment, and from broken glass ; rtu- 
nately, however, the damage both to track 
and rolling stock was not serious, and no 
coaches were derailed. After a delay of 
5 hr., the streamliner proceeded intact 
under its own power, over the ensuing 
75 miles to Omaha, where the passengers 
were transferred to another train. The 
attempt to derail the Denver Zephyr is 
connected with a theft, three nights pre 
viously, from the State quarry at Corning, 
9 miles from Nodaway, where three men 
stole 137 sticks of dynamite, wire, and a 
plunger-type detonator; the wire and the 
detonator were discovered on the site after 
the explosion. 


CHILE 


Railway Construction 

During the year 1941, 157 km. (97 miles 
were completed in Chilean territory of road- 
bed for the international railway line 
planned to connect Antofagasta, Chile, with 
Salta, Argentina. (Some details concern- 
ing this railway were given in THE RaILWway 
GAZETTE of September 11, and in various 
preceding issues.) The length of track laid 
along this route in Chilean territory during 
1941 totalled 93 km. (58 miles). Construc- 
tion is said to have been hampered by 
shortage of materials 

Of the line under construction, between 
Corte Alto and Maullin, 76 km. (47 miles 
of the total distance of 108 km. (67 miles 
have been completed, but it is stated that 
operation has not been commenced due to 
lack of rolling stock. 


ITALY 


Undersea Tunnel Scheme 

A scheme is said to be under consideration 
for connecting the railway systems of the 
Italian mainland with Sicily, by means of 
atunnel. One of the obstacles seems to be 
the wide discrepancy of view as to the 
geological nature of the submarine soil to 
be pierced. The drilling of an experimental 
tunnel is suggested ; and, if it should appear 
that a railway tunnel would be an unwork 
able proposition, the experimental tunnel 
would be completed, nevertheless, to allow 
of the connection of the electricity-distribu- 
tion systems of the mainland and of Sicily 

Alternative schemes have been evolved in 
this connection, involving either the laying 
of the cables in the railway tunnel, or effect- 
ing the connection by way of a suspension 
wire crossing the strait between Punta 
Pezzo, on the mainland, and Torre Faro, 
on Cape Faro, in Sicily, a distance of about 
11,000 ft in a single span. Another 
project is for a cable along the bottom 
of the sea; this would have a length 
of about six miles, and would consist of 


three separate unipolar cables; one com- 
plete cable would be stored on shore for 
emergency use. The weight of the cable 


would be 26} metric tons a km. The 
majority of experts tends to prefer the 
suspension-wire connection, in case neither 
the railway nor the smaller tunnel should be 
found practicable. Connection between 
the mainland and Sicily at present is main- 
tained by ferry or steamer between Villa 
San Giovanni, 14 km. (9 miles) to the north 
of Reggio Calabria, and Messina; the 
journey, either by ferry or by steamer, lasts 
45 min Departures from Villa San Gio- 
vanni, in connection with trains from Naples 
and Rome, or from Taranto, are at 7.30, 
8 and 10.15 a.m., and at 3 and5p.m.; im 
the reverse direction -departures from 
Messina are at 6.55 and 9.10 a.m., and at 
2.4 and 6.30 p.m. 
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Electrification in Sweden 


VO noteworthy developments of tlh 
Swedish railways since the outbreak 

f war have been the further extensions 
of electric traction, and the acquisition 
by the State of many private lines. 
Recently, the results of war conditions 
have retarded the former, but not the 
latter. The 1942-43 3udget of the 
Swedish State Railways allocated Kronor 
14,000,000 for the second stage of the 
electrification programme now being car- 
ried out, as compared’ with Kronor 
19,000,000 originally intended. This 
second stage comprises mainly the elec- 
trification of the lines Sundsvall—Ange 
59 miles), Gavle—Ockelbo (24 miles), 
Hilsingborg—Hiassleholm (48 miles), and 


Halsingborg—Eslév (31 miles). Work on 
the two first-named has now been com- 
pleted. rhe two last-named (in Skane) 


have yet to be converted. 

Reuters reports that trial trains are being 
operated over the recently electrified State 
Railway line between Sundsvall and Ange, in 
Northern Sweden, a distance of 60 miles. It 
is stated that regular electric services will 
begin as soon as certain supplementary work 
on the terminus at Sundsvall is completed. 

The Budget reduction means that some 
of the work will be retarded, but still it 
s expected to be completed by the second 
half of 1943, or only six months later 
than originally planned In view of the 
hortage of copper, the Swedish Indus- 
trial Commission declined to allot the 
quantities of copper required for the 
electrification (1,460 metric tons) but the 
State Railways are able to provide this 

m their own stocks 

At the beginning of this year the 
Swedish State Railways had 488 electric 
locomotives, and 15 electric motor cars. 
It the 1942-43 Budget Kronor 
13,000,000 was scheduled for 23 new 
lectric locomotives, of which Kronor 
6,000,000 was being allotted during the 

irrent financial year. The first of three 

ew type F electric locomotives for the 
Swedish State Railways was _ illustrated 

d described in our June 26 issue, page 
699 The budget also included Kronor 
1,500,000 for new electric railcars, Kronor 
7,600,000 for about 100 passenger vehicles 
nd 1,450 wagons, and Kronor 10,000,000 
or doubling main-line sections 

The electrification of the last link of 
he northern main line (Stockholm 
Boden) of the State Railway, the 89-mile 
section between J6rn and Boden, enabled 

rough working of electric trains _ be- 

een Stockholm and Boden (622 miles) 
to begin on March 1. 

[he route length of the — electrified 
ystem of the Swedish State Railways ts 
now 4,242 km. (2,636 miles), and the 
electric sections of the private systems 
bring the route length of all the electri- 

| Swedish railways up to 4,836 km. 

3,005 miles) Prominent among. the 
private lines are the Bergslagen Railways, 
( which electric traction was adopted 
between Gothenburg and Amal on May 
15, 1939; between Amal and _ Kil on 
November 7, 1940; and between Kil and 
Daglédsen on November 7, 1941. The 
length of the electrified through line from 
lrelleborg in the south to Riksgransen 
Station (the last station on the Lapland 
railway close to the Swedish-Norwegian 
frontier) is 2,171 km. (1,349 miles). 

We are indebted to Herr R. Lundqvist 

Director of the Swedish State Railways, 
lor revising our map. 
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Revised map of the railways of Sweden, showing the lines already 
open to electric traction 
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Electric Locomotives for Mining Service in Australia 
Recent products of the Metropolitan-Vickers Electrical Co. Ltd. 


THE Metropolitan-Vickers __ Electrical 
Co. Ltd., Trafford Park, Man- 
chester, recently has supplied _ the 
electrical equipment for two electric loco- 
motives for the Broken Hill Proprietary 


Co. Ltd., in Australia. The mechanical 
portion has been manufactured in the 


Commonwealth, because of present diffi- 
culties. 
previously had 


Four other similar locomotives 
been supplied complete 
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and used at the Whyalla mines, but the 
present two are for another location 

The accompanying illustration shows 
that the form of the locomotives consists 
of a central cab with end portions con- 
taining resistances and control equip- 
ment. Power is derived from an overhead 
contact wire at 600 volts d.c. and there 
are 4 axle-hung motors, driving through 


single reduction gearing with — single 
helical teeth, permanently connected two 
in series on each bogie, so that ich 
motor operates on 300 volts; at this pres- 
sure its one-hour rating is 26} h.] or 
105 h.p. for the locomotive. Tractive 


effort is 7,900 lb. at 5 m.p.h. at that 
rating, but a momentary starting effort of 


16,000 lb. can be obtained. The two 
bogie groups are switched in _ series- 


parallel with 5 and 4 notches respectively 
including the two economical running 
small master controller, with 
dead-man’s handle, actuating through a 
low voltage circuit, taken by potentio- 
meter across the 600-volt supply, the 
electro-pneumatic switch gear. The total 
weight of the locomotive is 22 tons in 
working order and the track gauge is 
3 ft. 6 in We are indebted to the 
makers for the accompanying illustration 


speeds, a 


One of six Metrovick 22-ton locomotives 
supplied to Broken Hill Proprietary 
Co. Ltd.. Australia 


















































The Furka-Oberalp Electrification 


Completion of electrification of Furka-Oberalp route 


THE Visp—Zermatt, Furka—Oberalp, 

Schéllenen and Rhaetian  metre- 
gauge lines now are operated on the same 
type of power. On July 1, 1942, electric 
working was brought into use throughout 
the whole 97 km. (60} miles) route of the 
Furka—Oberalp line in Switzerland, from 
Brigue, at the northern end of the Sim- 
plon Tunnel, through Gletsch, to Disentis 
connecting the upper end of the Canton 
of Valais with the upper Rhine valley. 
About 32 km. (20 miles) of this distance 
are fitted with rack rails The upper 
Alpine section has been made free to be 
worked if necessary, throughout the 
winter and with this object numerous 
sheds and other protective works 
have been built, and in some places the 
line has been deviated from the original 
route The opportunity was taken of 
iltering the power supply of the Schdl- 
lenen line, which runs trom Géschenen to 
Andermatt, to conform to the system used 
on the Visp 


Snow 


Zermatt, the Furka—Ober- 
alp (these now are connected through be- 
tween Visp and Brigue, parallel to the 
ordinarv main line), and the Rhaetian, all 
four now working on 11 kV a.c. single- 
phase current, 16% cycles. An interesting 
peculiarity is that on part of the Furka 
pass section, where winter services may 
not be considered necessary, the overhead 
line and supporting standards can be dis- 
mantled readily and removed; and so may 
not be left exposed to deterioration in 
bad weather 

The adoption of a common system of 
traction allows of a certain degree of 
common user of rolling stock rhe latest 


stock for the Furka line comprises som«¢ 
4-motor 8-wheel 1,400 h.p. locomotives for 
heavy-goods and passenger service, some 


8-wheel 2-motor motor coaches, with 
goods compartments, of 650 h.p. each, 


and some 4-wheel 650 h.p. locomotives 
able to run on the Schdéllenen line if re- 
quired. Maximum speed on the adhesion 
sections is now 60 km.p.h. (37} m.p.h.), 
and half that on the rack sections. <A 
reduction in journey time from 4 hr 
45 min. to 3 hr. 15 min. between Brigue 
and Disentis has been effected. On the 
Schéllenen line the journey time has been 
halved. 








HIGH-SPEED MOoOTORCOACHES IN SwWIT- 
ZERLAND.—Main-line train operation in 
Switzerland has been performed very 
largely by powerful locomotives in_ the 
past, but multiple-unit operation for pas- 
senger trains has been adopted to a 
limited extent, and it has recently come 
to our notice that the Swiss Federal Rail- 
put into service three new 
motorcoaches, built as luggage vans, for 
operating light trains on the Zurich- 
Geneva line at speeds up to 125 km.p.h 
(77. m.p.-h.). Construction of  thes« 
coaches was undertaken by the Oerlikon 
Company (Ateliers de Construction Oer- 
likon) working in conjunction with the 
technical staff of the Swiss Federal Rail- 
ways Single-phase current is supplied 
by overhead line and each coach is pro- 
with a pantograph collector. A 


ways have 


vided 


single motorcoach is normally required t 
haul a train of four bogie 
coaches but the provision of multiple con 
trol by means of electro-pneumatic con 
tactors enables two or more motorcoaches 
to be operated from one cab simul 
taneously and thus trains of up to 12 
passenger coaches (15 vehicles in all) may 
be run if required. 

Electric braking is used exclusively 
down to a speed of 10 km.p.h. (6:2 
m.p.h.) and the necessary resistances art 


passenger 


mounted in the double roof. The start 
ing connections are said to be of a new 
kind giving smooth acceleration The 


traction motors are axle-hung, and there 
are two for each of the two bogies. On 
the test bed a motor was found to 
develop a tractive effort at the wheel-rim 
of 1,100 kg. (2,440 lb.) at 84 km.p.-h 
(52 m.p.h.) and the maximum effort was 
1,670 kg. (3,680 Ib.). 

The normal train weight unladen is 275 
tons, of which the motorcoach represents 
48 tons. rhe passenger capacity is 500 
persons (or 37 tons) and the luggage capa 
city 3 tons. A speed of 68 m.p.h. (110 
km.p.h.) is attained on a level track in 
150 sec The average retardation, using 
electric braking only, is 2-38 m.p.h.p.s 
on a level track and between the speeds 
of 77-5 m.p.h. down to 6-2 m.p.h. 





The traction motors are not directly 
across the main supply but energised 
through a transformer of 900 kVA con 


rating. This is oil- 
immersed .and its temperature rise 1s 
limited by means of forced cooling t 
100° F. In winter a higher temperature 
rise is permissible and the transformer 1s 
then capable of sustaining a load some 
200 kVA greater. It is not clear whether 
advantage is to be taken of this seasonal 
gain in load-carrying capacity. 


tinuous summer 
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THE 


International Railway Associations—II 


Some notes on the work and scope of the various associations 


concerned with 


[> the following instalment brief details 
ire given of some of the better-known 
ciations, which are concerned with 
preparation of international passenger 

ind goods train timetables, and with the 

issue of through tickets: It may be 
vidded that similar conferences to those 
normally convened by these bodies are at 
present called by the Reichsbahn, and 
the German will is imposed on occupied 

subject countries in regard to inter- 

onal traffic; such conferences are not 


held under the conditions of the associa- 
tions nor within their framework. 
European Timetable Conference 
Che association Conférences Européennes 
Horaires des Trains, administered by 
the Swiss Federal Railways at its Berne 
head offices, organises in regular meetings 
the through passenger train services It 


has a counterpart in the goods train time- 
table conferences established at a much 
later date. It includes a wider range of 
way members than either the carriage o1 
1 unions, besides a number of other 
transport administrations connected with 
through passenger traffic by rail in Europe 
The British main-line railways, as well as 
the broad-gauge European systems with the 
exception of the Irish railways, are among 
the members. The association holds meet- 
at regular intervals before the principal 
hanges in the timetables are made to arrive 
the best procurable timings for all inter 
tional trains, together with arrangements 
the places and times of customs, pass 
t, and other frontier formalities 
Che association had its beginning in 1860 
en the frontier railway administrations 
France, Baden, Wurtemberg, Bavaria 
1 Austria met in conference at Munich 
This was followed by other meetings at 
ular intervals, and in 1870 extended to 
include all South German and Swiss rail 
ys. From 1871 the conferences were 
alled under the auspices of the Verein 
Deutscher Eisenbahn Verwaltungen, usually 
twice a year. The spring conference in 
1875 was attended by Russian and Italian 
way administrations, and the autumn 
iference in the same year saw _ the 
participation of the first British railway, 
the Great Eastern. In those years there 
were many railway companies in most 
intries, and the participation grew fast. 
Conferences were held twice a year well in 
advance of the summer and the winter time 
es, which up to 1914 always came into 
on May 1 and October 1 on all con 
tinental railways. 
ntil January, 1881, the conferences were 
ivs held in a German town selected by 
the Verein; the first conference outside 
Germany was held in Brussels in January, 
1882 Che called its confer 
es either summer or winter timetable 
nference up to 1890. In 1890 the name 
International Timetable Conference was 


Oo 


association 


idopted, but the following year the name 
W changed into its present title of the 
I ypean Timetable Conference Twice 


vearly meetings continued until 1909. In 
that year it was decided to meet only once 
and to introduce 


a year, in October, 

important changes in the summer 
timetables, and to make only minor 
idjustments, if necessary, in the winter 


timetable. 


international traffic, principally on 
European 


the 
Continent 


The conferences were not called in the war 
years 1914 to 1919, but were resumed in 
1920, since when delegates from the League 


of Nations and from European Govern 
ments have attended. The conferences 
continued until 1938, when the last was 
held; the confereyce called for October 


1939, did not take place. 

The office of this association is in Berne 
at the Swiss Federal Railways head offices 
Members are all European railways which 
operate parts of international through pas- 
senger train services, certain Governments, 
the League of Nations Communications & 
Transit Section, steamship companies with 
services which form a link in through rail 
services, air -ompanies operating services 
which connect with international train 
services, and the sleeping and dining car 
companies. Combined with these time 
table conferences, but under a _ separate 
administrative association, are now the 


annual International Carriage & Vans 

Union conferences 

European Goods Train Timetable 
Conference 


The Conférences des Horaires des Trains 
a Marchandises is a separate association 
from the European Timetable Conference, 
composed of fewer European continental 
railway administrations, and inaugurated 
much later than the European Timetable 
Conference Until a decade or two ago 
the general practice in the case of inte 
national transport was that every 
railway system ran its goods trains to the 
frontier station just as an ordinary inland 
train Wagons and waybills were 
handed over to the railway administration 
of the neighbour State, which after the 
customs formalities had been completed 
made up for further conveyance its own 
goods train, wagon by wagon, just as with 
its ordinary internal trains 

After the first world war a few railway 
administrations came together to discuss 
means of handing over trains at 
the frontier in suitable composition and at 
suitable times to allow a through run with 
the least delay and without marshalling, 
with only a change of locomotive power 
and of train crew \rrangements to this 
effect were in being between the Austrian, 
Czechoslovak, Hungarian, Italian, Jugo- 
slav, and Polish railways, as well as between 
the German Reichsbahn, the Hungarian, 
and the Austrian railways 

These local arrangements eventually led 
to the establishment of the official European 
Goods Train Timetable Conference, in 1930, 
continental standard- 


goods 


goods 


goods 


and most ‘of the 
railway administrations 


gauge operating 
through goods traffic became members 
As, on the whole, fluctuations in goods 


are less regular than those in pas 
senger traffic, the timetable conferences are 
held twice every year. The association is 
administered by one of the member ad 
ministrations, elected for five years. The 
Czechoslovak State Railways were elected 
for the first period, and re-elected for the 
second. The work of the association ceased 
at the outbreak of the 1939 war. The inter 
national goods train timetables are pre- 
pared for summer and winter serv ices, and 
they are issued in the French, Italian, and 
German langauges to the various member 
administrations 


trainc 


Wartime conferences outside the associa- 
tion’s patronage have been held by the 
\xis powers and their satellites, the last 
one in Sofia in July, 1942, between repre- 
sentatives of the Reichsbahn, the Italian, 
Hungarian, Croatian, and Bulgarian Rail- 
ways, and Government and Wehrmacht 
representatives, for the main purpose of 
planning train timetables for the 
conveyance of agricultural produce from 
Bulgaria to Germany and Italy during the 
winter. , 


goods 


International Union for the Issue of 
Through Tickets 

The Union Internationale pour l’Emission 
de Billets &4 Coupons Combinés is adminis- 
tered by the Belgian National Railways at 
their head offices in Brussels. The union 
has adopted a convention for the issue of 
the well-known combined coupons tickets 
for international journeys on most of the 


European railways, connecting shipping 
and bus routes, and _ similar transport 
organisations in North Africa. Every 


railway, shipping, or bus section has its 
own coupon and fare, and coupons for an 
unlimited number of sections are assembled 
in book form to cover a whole journey. 
Rules and regulations with regards to the 
size, colour, and text of coupons, the 
methods and conditions of issue, and the 
clearing procedure and other matters, have 
been agreed upon by the members and other 
administrations, 

Before 1914 the Verein Deutscher Eisen- 
bahn Verwaltungen had in operation a 
system of combined coupons, which was 
generally followed by other European rail- 
ways rhe international working ceased 
at the outbreak of war in 1914. After the 


war, the Belgian, British, French, Italian, 
Netherlands, and Swiss Railways estab- 
lished a regular international union in 


1921. Other railways were invited to join 
the union, but at first had no voting rights. 
The issue of combined tickets was then 
resumed in 1922. In 1924 all members, 
old and new, were made equal. Up to the 
outbreak of the present war most European 
and North African railways and a number 
of steamship companies were members. 
Notable exceptions were the German, 
Norwegian, and most of the Balkan rail- 
ways. All these administrations, however, 
co-operated fully in the union’s scheme. 


International Containers Bureau 


When the use of containers in rail trans- 
port became more and more general in the 
last decade before the war, the _ Inter- 
national Chamber of Commerce took the 
initiative for calling a conference in Paris 
in 1933 to discuss ways and means of 
facilitating international transport in con- 
tainers. The railway administrations of 
Austria, Belgium, Czechoslovakia, France, 
Germany, Great Britain, Italy, Poland, 
Portugal, and Switzerland, as well as a 
number of international transport organi- 
sations, forwarding agents, and container 
manufacturers, took part. A union was 
formed under the name of the International 
Containers Bureau, and an executive com- 
mittee was appointed to devise rules for 
the standardisation of containers. loading 
equipment, railway and road vehicles to 
be used, safety devices, customs formalities, 
refrigeration, heating, ventilation, special 
containers for liquids, and other subjects. 
Some progress had been made when war 
broke out in 1939, but a general convention 
for free circulation of accepted standard 
containers was not yet in operation. 
The secretariat of the bureau was estab- 
lished in Paris, but is not functioning 
at present 





























































































































L.M.S.R. Diesel-Electric 
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Locomotives—III 


A review of developments in the use of this form of motive 
power from the operating standpoint 


EFORE leaving the subject of hump 
shunting, it may be of interest to 
describe the speedometer and mileometer 
with which the diesel-electric locomo- 
tives are equipped and which, so far as 
is known, have not been mentioned in 
detail in any previous publication. It is 
not the general practice to fit these de- 
vices to steam shunting locomotives. 

In the light of the closer scientific study 
which has been made of shunting in the 
years immediately preceding the war, it 
was considered desirable to equip the new 
diesel-electric locomotives with speedo- 
meters, especially as some of them were 
intended to be used at hump yards, in- 
cluding one converted to mechanised 
(hydraulic-railbrake and electro-pneumatic 
point) working, where constancy in pro- 
pulsion over the hump and the desir- 
ability of observing pre-determined speeds 
of the low order of 1-75 and 1-25 m.p.h. 
were considered essential. 

All the L.M.S.R. diesel-electric shunt- 
ing locomotives are, therefore, fitted with 
an “‘ electric-type’’ speedometer, consist- 
ing of the following three main compo- 
ments, as illustrated below :— 


(A) Transmitter; 
(B) Indicator; 

(C) Mileage counter. 
1) Transmitter 


This is a small a.c. generator 


Living 





a voltage 
which driven. 


proportional to the speed at 
A 2-1 gear box is fitted to 
obtain the necessary rotor revolutions to 
give steady readings at the very low 
speeds used. The transmitter operates for 
either direction of rotation, thus covering 
forward and reverse working of the loco- 
motive. 

(B) The Indicator 

This comprises two voltmeters, cali- 
brated in ‘‘ miles per hour,’’ fitted in a 
case, one above the other, and illuminated 
at night by electric lamps inside the case. 
The two meters are connected in parallel 

the smaller one at the top indicating up 
to 20 m.p.h., and the lower larger one up 
to 2 m.p.h. It is not necessary to switch 
out the low range meter when running at 
speeds over 2 m.p.h., and arrangements 
are incorporated whereby the pointer re- 
mains hard over on the spring stop till 
the speed again falls within range. Both 
pointers move clockwise for reyerse as 


well as forward movements. The instru- 
ments are substantially constructed and 
shock absorbed against vibration and 


shunting concussions. The unit is ar- 
ranged for three-point fixing on a bracket 
capable of being swung into the most 
convenient position for reading over the 


instrument panel in the cab of the loco- 
motive. 

(C) Counter 

This is a robust cyclometer suitably 


ae? Re Rito Bstanthend. 





Close-up view of speedometer and mileometer 
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geared to be driven off some revolving 
member, the speed of which is knownp 
in relation to the m.p.h. The drive js 
through a flexible coupling the same as 


the one used on the alternator trans- 
mitter. It is arranged to add miles for 
both forward and reverse working, and 


can be placed anywhere convenient on the 
locomotive to obtain periodical readings, 


Shunter’s Step 


Another innovation by the L.M.S.R. 
on the diesel-electric locomotives is the 
shunter’s step, illustrated on page 577. In- 
stances occur at some marshalling yards 
where the shunter working with a shunt- 
ing locomotive travels on it for short 
distances to save time. This happens 
where shunting is performed by the same 
locomotive at different parts of a yard, 
and the locomotive runs light between 
these points, and also when in the process 
of marshalling a train, the locomotive has 
to move some distance from one siding to 
another, or to proceed into a fan of sid- 
ings to close wagons together, or for other 
purposes. When travelling any distan~e, the 
shunter would travel in the cab with the 
driver, but there are many instances 
where the distances to be traversed are so 
short that the shunter rides on the steps 
leading to the cab, holding on by means 
of the commode handle, provided he 
knows there is adequate clearance where 
the locomotive travels. 

At the suggestion of the Chief Operat- 
ing Manager, the Chief Mechanical En- 
gineer incorporated in the design for the 
L.M.S.R. 350 h.p. diesel-electric loco- 
motives a shunter’s step in the form of a 
recess in the fore part of the footplate on 
either side of the locomotive at the end 
opposite to the cab. ; 

It is easy to mount from ballast level, 
and of adequate width, with upright grab 
rails, and a socket and clip for shunting 
poles are provided. A_back plate pre- 
vents a man’s foot slipping through, and 
treads are fixed to afford good foothold 
[he step is, of course, handier to use, and 
more commodious than the usual type of 
steps to the engine cab. 


Use of Diesel Locomotives for Special 
Duties 

[The special characteristics of the 
diesel-electric locomotive have on occasion 
proved useful outside the normal shunting 
sphere. An _ instance occurred in the 
summer of 1941 when an electrical stator 
of exceptional dimensions and weight had 
to be transported by rail. The stator 
weighed 130 tons and is one of the most 
loads of its kind ever con- 
The extreme width was 
13 ft. 14 in., which is 3} to 4 ft. wider 
than the average railway carriage. In 
order to distribute the weight on the rail 
vehicles on which it was loaded, a canti- 
lever was used with balance weights, as 
there are definite limitations on the load 
per axle which can be permitted. 

To avoid the exceptionally-wide load 
fouling structures or traffic on adjoining 
lines, it was necessary when passing over 
certain sections of the line -for the stator 
to be out of centre line on the wagon and 
with the excess projection on the “ SIx- 
foot ’’ side, that is the side where the 
adjacent line is, and for this opposite line 
to be kept entirely clear of any other 
traffic while the stator was passing. rhis 
is carried out by what is known in rail- 
way parlance as “‘ blocking the opposite 
line in sections ’’ and to avoid large-scale 
monopolisation of two sets of rails (up and 
down) to the detriment of other traffic 
and operations generally the “ blocking 


concentrated 
veyed by rail. 
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Interior of cab, showing instrument panel, and right-hand side controls. 
(Dead-man’s foot pedal cannot be seen in illustration) 


is performed in successive short sections 


f line. Actually it was necessary to stop 
tcertain points and slew the load on the 
defined amounts up to 12 in. 


ut of centre, restoring it or altering it 


for conveyance through the next section. 


In addition, it was necessary at a num- 
er of places to remove temporarily cer- 


tain line equipment which the load would 


stay wires to 
signals, and signal 


foul, such as 
posts, ground 


therwise 


Further, the margin of clearance of 
ther structures at certain places, such as 
verbridges, parapets, signals, level cross- 
ng gates, was so fine that the load could 
¢ permitted to pass only at restricted or 
lead ~=slow and with extreme 
aution and close observation. 

The whole transaction, weight, dimen- 
the load and the 
conditions which it was neces- 


speeds 


nd Mechanical Engineering standpoint, 
ade it essential so far as conveyance 
ver the L.M.S.R. was concerned to limit 


the maximum speed to 15 m.p.h., and to 


pply lower specified maximum speeds of 
and 6, etc. m.p.h., and dead 


ng particular points. The conditions laid 
lown were from an operating standpoint 


% numerous and onerous that the transit 


iad to be confined to Sunday when traffic 


generally is normally at its lightest. 


In all the circumstances it was felt that 
1¢ working over the L.M.S.R. line could 
e more readily undertaken, and the strin- 


gent slow speed limitations more accur- 


one of the L.M.S.R. 
diesel-electric shunting 
By means of 


tely gauged if 
50 h.p. 0-6-0 
comotives were employed. 


the speedometer with which these engines 


fe equipped it was possible to adhere 


nore correctly to the speeds laid down by 
the L.M.S.R. Engineering Departments in 


ldition to achieving smooth running in 
farting and stopping with this most 
xceptional load. 


An illustration is given on the fol- 
win page which shows the com- 
sition of the special train whilst 


running over the L.M.S.R. line, as 


under : — 

L.M.S.R. diesel-electric locomotive 7091 

Vans (2) for inspectors and others 

Trolley (for balance weight) 

Flat (for cantilever) 

Transformer wagon (with stator) 

Flat (for cantilever) 

Trolley (for balance weight) 

Brake van (for goods guard) 

The gross weight of the train was 
approximately 400 tons and the employ- 
ment of a_ diesel-electric locomotive to 
haul the train over certain intricate sec- 
tions of the L.M.S.R. line considerably 
facilitated the working and safe delivery 
of the stator to destination. A _ similar 
load was also successfully conveyed under 
practically the same conditions in the 
summer of 1942 by one of the latest types 
of diesel electric locomotive. ; 


Indirect Benefits 

One of the advantages usually claimed 
for the diesel shunting locomotive as com- 
pared with its steam counterpart is 
economy in fuel, but obviously the ques- 
tion as to whether it is a financial benefit 
depends upon the price at which fuel oil 
can be obtained. This varies according to 
world geography and other considerations; 
for instance, the cost in America can be 
expected to be reasonably lower than in 
Great Britain as oil is not found in con- 
siderable quantities in this country, and 
therefore the sea transport required to 
import from abroad must tend to swell 
the purchase price. Nor is oil yet pro- 


Locomotives : 
Fuel used per locomotive per hr. 
Fuel required for 144-hr. week 





duced from British coal by hydrogena- 
tion or other process in sufficient quanti- 
ties to affect appreciably the price 
question. Moreover, taxation for political 
reasons may affect the price of fuel oil. 
Again, the war has upset price levels. 
One thing remains constant, however, 








577 


Interior of cab showing locker, food 
warmer, hand brake, and lubrication 
chart. This illustration is reproduced 
on a considerably smaller scale ‘as 
compared with the general view of 
the interior of the cab 


and that is the fact that the diesel engine 
consumes only the fuel required for the 
weight of work it performs and the speed 
at which it performs it. The coal con- 
sumption on a steam locomotive cannot be 
limited exactly to the weight and speed 
of the work performed—hence some un- 
productive burning of coal is inevitable; 
for example, for lighting up, during stand- 
ing time for meals and during intermittent 
idle periods due to fluctuating traffic and 
the unavoidable irregular arrival of trains, 


and for other causes during . shunting 
operations. Apart from the -advantage 
that the diesel-electric locomotive does 


not lend itself to fuel waste, there is an- 
other benefit in the use of oil as compared 
with coal, that is, in the cubic space 
occupied by the respective fuels. 

For the conveyance of diesel fuel oil 
from suppliers’ works to locomotive run- 
ning sheds the L.M.S.R. uses a number 
of reconditioned creosote or other rail 
tank cars and these are supplemented as 
necessary by rail tank cars owned by the 
oil supply contractors. Analysis over a 
period indicates that the average load of 
the rail tank cars used is not far short of 
2,500 gal. Experience shows that the 
consumption of diesel fuel oil is anything 
from, say, 200 to 300 gal. a locomotive a 
week according to the actual number of 
hours worked and the character of the 
shunting. Assuming a user of 250 gal. per 
locomotive per week, a rail tank car of 
2,500 gal. capacity therefore carries suffi- 
cient oil for one locomotive for 10 weeks’ 
work. 

The coal consumed by ten steam 0-6-0 
Class 3 freight tank locomotives has been 
calculated in comparison with the 
quantity of fuel oil used by ten diesel- 
electric 350 h.p. 0-6-0 locomotives subse- 
quently employed on the same shunting 
duties with the following result :— 





Steam 


Diesel 
1-73 cwt. coal 2-09 gal. oil 
{ 249 cwt. 300 gal. oil 


say, 124 tons coal 





In the figures below “the full capacity 
of one of the larger rail tank wagons in 
use, that is, 3,000 gal., is compared with 
the normal types of locomotive coal wagon 
used, that is, 20-ton and 13-ton capa- 
city. Actually these coal wagons do not 
always load to full tonnage capacity (the 

























































Typical load of 
il rail tank car 
20-ton coal wagon 
13-ton coal wagon _ 


Period during which one rail vehicle will provide 


fuel for one locomotive 
3,000 gal. oil tank car ... ont 
20-ton coal wagon be 
13-ton coal wagon _ 
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18} tons 
124 tons 


10 weeks 


Number of rail vehicles required to provide fuel for 


10 locomotives for one week 
3,000 gal. oil tank car ... ae 
20-ton coal wagons 


13-ton coal wagons 


weight depends upon the class of coal, 
etc.). 

rhe foregoing comparison could be con- 
tinued to greater lengths to demonstrate 
the advantage in rail-vehicle user which 
oil possesses Over coal, but if the data be 
reduced to a simple equation it will be 
seen that :— 


1 oil tank wagon of 3,000 gal. capacity 
equals 
7 coal wagons of 20-ton capacity 
equals 


10 coal wagons of 13-ton capacity 


| tank car 
7 wagons 
10 wagons 


From this comparison the following two 
main points emerge in favour of the use of 
the diesel-electric locomotive :— 

1. Saving in number of units required 

for rail conveyance of fuel 

2. Saving in space required to accom- 

modate fuel supplies 
(a) on sidings 
(b) in storage 
(c) on locomotives 

As to (1), assuming the time occupied 
in a complete round journey for an oil 
tank car and a locomotive coal wagon are 





Close-up of shunter’s step 


the same, .a lesser number of rail units is 
required in the aggregate for the trans- 
port of the fuel required for a_ given 
amount of shunting work, if that fuel is 
oil. 

So far as (2) is concerned, it is neces- 
sary to explain that although practically all 
large motive power depots on the L.M.S.R. 
are now equipped with mechanical coal- 
ing plants there are many where locomo- 
tives are coaled direct from wagon. At 
places where there are locomotive coal- 
ing plants, there are very few, if any, 
which are capable of holding in_ their 
hoppers more than one day’s consumption 
by all the steam locomotives using th« 
particular motive power depot. To cover 
week in, week out, and week-end, holi- 
day, and other fluctuating conditions asso- 
ciated with the arrival of coal, it is 
essential there should always be an 
adequate supply of the required qualities 
of coal at the respective motive power 


Train conveying exceptionally heavy and out-of-gauge load worked by diesel-electric locomotive 
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Close-up of out-of-gauge load 


depots, which varies up to a matter of a 
few weeks’ supply. This supply, as every 
Locomotive Superintendent and Freight 
Traffic Controller knows, has to be held in 
wagons on sidings in the locomotive shed 
premises, and very often in traffic sidings 
awaiting access to the locomotive shed 
premises. In fact, sidings are definitely 
provided and allocated for the purpose, 
thus permanently utilising space which is 
often valuable. 

No methods have yet been devised to 
permit of large scale holding of locomo- 
tive coal in hoppers or silos, which would 
permit of wagons being unloaded immedi- 
ately on arrival, thus quickening the 
turnround of the vehicles, enabling the 
total required number to be reduced, and 
avoid the necessity for having to provide 
so much siding space. (Coal stacked for 
reserve purposes is excluded from these 
remarks.) 

Che position as to locomotive fuel oil is 
different. First there is the lesser bulk 
needed for a given quantity of work as 
compared with coal, and if storage tanks 
of sufficient capacity and in adequate 
number are provided to hold enough oil 
for the requirements of all the diesel- 
electric locomotives allocated to the depot, 
to cover a period of several weeks, or 
whatever period the management deems 
prudent having regard to its knowledg: 
of the general trend of supply and 
demand, the rail tank cars can be un- 
loaded immediately on arrival into the 
storage tanks and liberated so that it is 
unnecessary to monopolise siding space 
either at locomotive running sheds or in 
trafic yards for holding current working 
stocks of fuel, It has already been made 
clear that oil takes up less room than coal 
and there would seem to be no difficulty 
in still further enlarging bulk storage 


capacity where necessary or justified with 
an absolute minimum of superficial area. 
The fuel-holding capacity on the loco- 
motive has already been referred to as 
being one of the considerable advantages 
in favour of the diesel-electric, but whilst 
on the subject of relative space occupied 
it may be interesting to complete the 
comparison by mentioning that the 
L.M.S.R. standard Class 3F tank loco- 
motive has a coal-bunker capacity of 2} 
tons and that based on typical shunting 


tests previously outlined 2 tons 1} cwt. of 
coal are consumed a day (that is 1-73 cwt. 
an hour multiplied by 24 hr.). The 
350 h.p. diesel-electric locomotives now in 
service have a fuel tank capacity of 
661 gal. (main 586 and service tanks 
75 gal.), so that assuming an average con- 
sumption of, say, 282 gal. a week of 
144 hr., only 47 gal. of fuel oil are used 
a day. Thus the steam tank locomotive 
requires to have its coal bunkers re- 
plenished at least once every 24 hr., 
whereas the diesel-electric needs its fuel 
oil tanks replenishing about once every 
336 hr. (that is, 14 days). 


Financial Results 

It is not the practice of the L.M.S.R. 
to publish detailed locomotive costings, 
and, particularly because of war condi- 
tions, no exception can be made in the 
case of its diesel-electric shunting locomo- 
tives. A comparison with steam might be 
interesting; indeed, diesel operating-cost 
figures could not be accurately presented 
unless set alongside steam figures compiled 
on a corresponding basis and in respect 
of similar work performed. In any case, 
this could not be done for some time as a 
sufficiently long period has not yet elapsed 
since the diesel-electric units were intro- 
duced to enable maintenance and repair 
costs to be reliably assessed, and, more- 
over, the war has upset all price levels. 
In all the circumstances, therefore, we 
must accept the view that the L.M.S.R. 
would not have embarked upon its con- 
siderable programme of _ diesel-electric 
equipment had it not felt satisfied that 
the all-in cost, including interest on 
capital, would be fully justified. 

(Concluded) 


Fuelling direct from rail tank car 








CORDOBA CENTRAL TRusT LIMITED.—Sir 
Follett Holt, the Chairman, speaking at the 
ordinary general meeting on December 2, 
said that further progress had been made in 
the affairs of the trust since it met last year. 
The year’s interest on the State Railways 
Bonds and the amount of the sinking fund 
had been promptly received from the 
Argentine Government. By the operation 
of the sinking fund and by the purchase 
from ‘other funds available, a further 


£205,373 of the first debenture stock had 
been redeemed sinced June 30, 1941, reduc- 
ing the amount of that stock outstanding by 
over £1,000,000 since the company became 
a trust company after the sale of the railway 
to the State some 3} years ago. The defici- 
ency in the capital, or reconstitution 
account, which at first stood in the balance 
sheet at June 30, 1939, at £547,889, had 
been reduced during the past year by a 
further £67,806, and now stood at £231,235. 


Moreover, the liquidation of the company’s 
affairs in the Argentine had continued to 
make progress, with a consequent reduction 
in expenses in the Buenos Aires office. 
The number of lawsuits outstanding had 
been reduced during the year from 60 to 33. 
All this had improved the position of the 
‘“B”’ debenture holders, who the company 
now proposed should receive a total of 4} 
per cent. for the past year as compared with 
4 per cent. for the previous year, 
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American-Built “ Austerity ’ 


THE RAILWAY GAZETTE 


> Locomotives 


A simple 2-8-0 design conforming to military and main- 
line requirements in Great Britain and other countries 


C )MING soon after the placing of orders 

with British locomotive builders by 
the Ministry of Supply for ‘‘ Austerity ”’ 
locomotives as described in our Novem- 
ber 20 issue, there has arrived in this 
country the first shipment of engines of a 
generally similar type built in America. 
These engines were unloaded with cere- 


One of the first of the 2-8-0 locomotives built in America for war service overseas. 


American practice. Several engines of this 
class are now in service in this country 
and will be used by both the main-line 
railways and by the military authorities 
as required. 

The main frames are of the bar type 
and this has permitted the use of a firebox 
with a wide grate which gives an area of 


581 


and }in. respectively, and the valve travel 
is 64in. The reversing gear is operated by 
a hand lever. 

The cab is of steel-plate construction 
with the driver’s controls arranged for right- 
hand drive. In the front of the cab on 
the left side is a door giving access to the 
high running platforms which are placed 
along the full length of the boiler on each 
side of the engine. In accordance with 
American practice the sandboxes are 
mounted on top of the boiler barrel, and 
feed sand to the front of the leading 
coupled wheel and to the rear of the 
driving wheels. Steam braking is used 
on the engine, but both Westinghouse and 


Standing before the engine are 


(left to right) Lt.-Colonel E. F. MacFadden, Major J. W. Marsh, who was responsible for the design of the engine, 
and Colonel W. G. Knight, all of the U.S.A. Army Corps of Engineers 


mony in the presence of Allied Army and 
Ministry of Supply officials. Among others 
were Colonel Norman A. Ryan (Acting 
Chief of Transportation Corps, U.S. Army 
(E.T.O.), Major General D. J. Mullen, 
D.S.O., O.B.E., and Mr. R. A. Riddles, 
Deputy Director General for Royal Engi- 
neer Equipment, Ministry of Supply. The 
general appearance of the new engines is 
shown in the illustration which is of one 
of the first to be built, and from the diagram 
which represents the machine as received 
in this country. Several well-known 
American firms will be engaged in manu- 
facturing engines to this design. Those 
which have arrived were built by the 
American Locomotive Company. j 

Che design is of special interest because, 
although the locomotives have been built 
to conform to British loading gauges, they 
still retain many features peculiar to 


41 sq. ft. The boiler is of ample propor- 
tions, with a parallel barrel of normal 
rivetted construction, and with the round- 
top type of firebox casing. The inner 
firebox is built of steel plates with the side 
and back plates % in. thick and the tube- 
plate 4 in. thick. The seams are welded. 
The boiler contains 150 steel boiler tubes 
of 2 in. dia., and 30 steel flue tubes of 
5% in. dia. The working pressure is 225 lb. 
per sq. in. The smokebox is in accordance 
with American practice and has a removable 
front plate and a small hinged circular 
door. 

The two outside cylinders provided with 
mechanical lubrication are of 19 in. dia. 
with a piston stroke of 26 in., and steam 
distribution is by piston valves of 10 in. 
dia., situated above the cylinder and 
actuated by valve motion of the Wal- 
schaert’s type. The lap and lead are 1} in. 


Vacuum automatic brake apparatus are 
fitted to the engine for train working. 
Air reservoirs are situated on both sides of 
the engine under the running platforms. 

Buffers and drawgear follow normal 
British designs. The spring gear, utilising 
both laminated and coil springs, is compen- 
sated through the locomotive. The tender 
has a capacity of 9 tons of coal (or 1,800 
gal. of oil) and 6,500 gal. of water (U.S 
measures) and runs on two four-wheel 
bogies. 

Further particulars of these locomotives 
are given in the accompanying diagram. 
We are indebted to Colone! Norman A. 
Ryan, Acting Chief of Transportation 
Corps, and Major Sidney H. Bingham, 
Officer in Charge, Military Railway Branch, 
Transportation Corps, U.S. Army (E.T.O.), 
for the information contained in this 
article. 








Swiss RAILWAY JUBILEES IN 1942.— 
Among the Swiss lines opened in 1892 are 
two mountain railways, both of 0-81 m. 
gauge and operated with the Abt rack 
system, and each 7-6 km. in length. 
One is the Rochers de Naye Railway, the 
last section of which was opened on Sep- 


tember 16, 1892. It has been operated 
electrically since 1938, and its conversion 
was described in THE RAtLway GAZETTE, 
Electric Railway Traction Supplement, of 
August 19 of that year, with a map and an 
illustration of one of the modern light- 
weight motor-coaches. This line and the 


connecting Montreux-Glion Railway are 
under the same management as the Mon- 
treux-Oberland Bernois Railway. The other 
line is the Brienz-Rothorn, which was opened 
on June 17, 1892, and still is steam-operated, 
It was closed in 1915 and reopened in 
1930. 
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A New Thread Grinding Machine 


A Wickman-Horstman product combining accuracy with low cost 


THE Wickman-Horstman machine illus- 

trated herewith has been designed 
to obviate a difficulty associated with the 
operation of thread-grinding in engineer- 
ing production. Until the last few years 
this process has been regarded mainly as 
a means of producing  screw-thread 
gauges, and grinding for the purpose 
generally has been considered a much too 
expensive method. The Wickman-Horst- 
man thread grinder will produce at low 
cost and by unskilled labour accurately- 
ground threaded components of the kind 
employed in various industries, at the 
same time giving trouble-free service. 
rhe general principle of the machine com- 
bines the action of a grinding wheel, in 
the periphery of which are formed annu- 
lar grooves of the correct shape of the 
threads to be cut in grinding contact with 
the work piece to be threaded. This 
latter is passed across the face of the 
wheel at the correct linear speed corre- 
sponding with the pitch of the thread, 
ind thus a helix of pitch and form on the 
work is produced. 

The machine, which is of compact 
design and exceedingly well made, is 
described in detail in the new catalogue 
sheet, No. W.41, which deals with model 
No. 2 and is issued by A. C. Wickman 
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Limited of Coventry. This leaflet gives 
illustrations of the machine and a diagr>m 
indicating the operations carried out »y 


means of it 








An Interesting Locomotive Repair 


B Y the courtesy of Mr. O. V. Bulleid 

Chief Mechanical Engineer of the 
Southern Railway, we reproduce on this 
page a series of photographs illustrating 
a method he has adopted at the Eastleigh 
Works of the company for repairing buffet 


plungers, and briefly describe the system 
of operation. The method, which has 
effected a considerable saving in time and 
labour, has the further advantage of being 
easy and simple to effect. 

Before its introduction a large number 


Small fractures in buffer plungers are built up by welding and 
then re-turned 


In heavier fractures the affected portions are cut away, and a new portion 
welded in its place before re-turning 


of these buffer plungers were scrapped 
because of breakages at the back end, 
thereby wasting labour and material, both 
of which are valuable assets in wartime. 
The method of repair is clearly shown in 
the illustrations; the first step is to build 
up the broken portion by means of weld- 
ing preparatory to re-turning; this, of 
course, is possible only in the case of 
small fractures. 

For heavier fractures, as shown in the 
second set of illustrations, the broken por- 
tion is completely cut away and a new 
portion welded in its place; the buffer 
plunger is then re-turned to suit the 
existing casing. 

By adopting either of these methods a 
saving of 50 per cent. can be effected in 
the cost of a new plunger irrespective of 
the additional cost in labour for 
machining. 








WoMEN IN TRANSPORT.—In view of the 
increasing employment of women in the 
transport industry during wartime, it is of 
interest to record the respective totals of 
men and women, insured persons aged 16 to 
64, engaged in transport in Great Britain & 
Northern Ireland at July, 1939, as given in 
the Ministry of Labour Gazette 
Total 


165,230 
211,170 


40,340 
161,410 


Males Females 
155,750 9,480 
12,740 


3,200 
4,960 


Railway services pict 
Tramway and busservices 198,430 
Other road passenger 

transport aa ste 37,140 
Goods transport by roa 165,450 
392,020 412,920 


122,870 


20,900 
6,760 


Total—Road transport 


Shipping services 129,630 
Dock, harbour, canal, etc., 
services : 
Port transport (docks, 
wharves, etc.) 
Harbour, river, and 
canal services 
Other transport, 
munications, etc. 


137,020 
26,080 
20,660 

~ 91,540 


135,410 
25,570 510 
17,770 

849,390 


1,610 


com- 


Totals 
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PERSONAL 


Che King has approved the appointment 
o. Mr. W. P. Spens, K.C., M.P., who is a 
rector of the Southern Railway Company, 
as Chief Justice of India, in succession to 
Sir Maurice Gwyer, K.C.B., K.C.S.I., who 
is due to retire next April. Mr. Spens will 
take office on his arrival in India, which is 
expected to be in the summer. 


Mr. S. J. Hungerford, Chairman, 
Canadian National Railways, who, as 
recorded in our November 13 issue, retired 


RAILWAY 
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lines, Mr. Hungerford became Vice-Presi- 
dent in charge of Operation, Maintenance & 
Construction, in February, 1923, and held 
this position until the resignation of Sir 
Henry Thornton in 1932, when Mr. Hunger- 
ford was appointed Acting President. In 
the same year he was elected also President 
of the Central Vermont Railway, and was 
confirmed as President of the C.N.R. 


trustee board in 1934. This board was 
replaced by a directorate in 1936 and Mr. 
Hungerford then became Chairman as well 
as President. He was selected as Presi- 
dent of Trans-Canada Air Lines upon the 
formation of that organisation early in 
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Mr. R. C. Vaughan, President, Canadian 
National Railways, who, as recorded in 
our November 13 issue, has become Chair- 
man & President, on the relinquishment of 
the former position by Mr. S. J. Hunger- 
ford, has spent the whole of his business 
career in railway service. Mr. Vaughan 
was born on December 1, 1883, in Toronto, 
and began his career as a messenger with 
the Canadian Pacific Railway at the age of 
15. He served later with the Grand Trunk 
Railway and joined the Canadian Northern 
Railway in 1903. He held various positions 
with the company, including that of Assist- 
ant to the Vice-President from 1910 to 





Mr. S. J. Hungerford 


Chairman, Canadian National Railways, 1936-42 
President, C.N.R., 1934-41 


from that position on September 30, was 
born near Bedford, Quebec, in July, 1872, 
ind entered railway service in May, 1886, 
is an apprentice in the locomotive shops 
f the former South Eastern Railway, now 
1 part of the Canadian Pacific system. 
Between 1891 and 1910 he held various 
positions with the C.P.R., including those 
of Master Mechanic of the Western Division, 
at Calgary, and Superintendent of the large 
ocomotive and other shops at Winnipeg. 
In 1910 he resigned from the C.P.R. to 
vecome Superintendent of Rolling Stock, 
Canadian Northern Railway, with head- 
juarters first at Winnipeg, and later at 
Toronto. In 1917 Mr. Hungerford was 
ippointed General Manager of Eastern 
ines, Canadian National Railways; in 
1918 he became Assistant Vice-President 
of Operation, Maintenance & Construction ; 
ind in 1920 he was made Vice-President. 
When the C.N.R. absorbed the Grand Trunk 


1937, a position which he relinquished in 
1941, the year in which he relinquished also 
the Presidency of the C.N.R., while remain- 
ing Chairman until last September. In 
June, 1937, he was awarded the honorary 
degree of Doctor of Mechanical Engineering 
by the University of Vermont, in recogni- 
tion of his notable work in restoring the 
Central Vermont Railway after the floods 
in 1927. He was made an_ honorary 
member of the Engineering Institute of 
Canada in June, 1937. Mr. Hungerford 
continues to act as President of National 
Railways Munitions Limited. 


Mr. H. H. Powers has been elected a 
Director of the Central Vermont Railway 
Company (a_ subsidiary of Canadian 
National Railways), to fill the vacancy 
on the board caused by the retirement of 
Mr. S. J. Hungerford. 


Mr. R. C. Vaughan 


who has become Chairman & President, 
Canadian National Railways 


1918, and Assistant to the President from 
1918 to 1920, when he was appointed Vice- 
President of the Canadian National Rail- 
ways. Upon the amalgamation of the 
Canadian National lines with those of the 
Grand Trunk Railway, he became Vice- 
President in charge of Purchases, Supplies 
& Stores of the newly-co-ordinated Canadian 
National system. These duties were ex- 
tended subsequently to include the Canadian 
National Steamships (West Indies) services. 
In 1939 he was appointed Chairman of the 
Defence Purchasing Board in Canada, and 
held this position until the Ministry of 
Supply was formed ; for six months he 
practically performed double duty in this 
and in his railway capacities. Mr. Vaughan 
became President of the Canadian National 
Railways in 1941, in which year also he 
became President of Canadian National 
Steamships, the Central Vermont Railway, 
and the Grand Trunk Western Railroad ; 
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in that year also he was elected a Director 
of Trans-Canada Air Lines. 


Mr. G. F. Fiennes, Trains Assistant to 
the Superintendent, North-Eastern Area 
York, L.N.E.R., who, as recorded in our 
November 6 issue, has been appointed 
Acting Assistant to the Superintendent 
(Eastern Section), Southern Area, was 
educated at Winchester and at Hertford 
College, Oxford, and entered the com- 
pany’s service in 1928 as a traffic appren- 
tice. After receiving training in the various 
departments, he was attached for a short 
time to the staff of the Freight Rolling- 





Mr. G. F. Fiennes 
Appointed Acting Assistant to Superintendent 
Eastern Section), | a 


Stock Controller at York. In 1934 he was 
appointed Assistant Yardmaster, White- 
moor, and was transferred to Cambridge 
in 1935 as Chief Controller In 1936 he 
returned to York, where he was attached 
to the Freight Train Section of the Super 
intendent’s Office. In January, 1938, he 
was appointed Chief Controller and Chief 
Freight Trains Clerk for the Eastern 
Section, Southern Area. He went to 
Edinburgh in August, 1939, as Assistant 
District Superintendent, transferring to 
Cambridge in January, 1940, in the same 
capacity. His appointment as Trains 
Assistant to the Superintendent, York, 
dated from October, 1941. 


Colonel Norman A. Ryan, who is General 
Manager (Lines West), Chicago, Mil- 
waukee, St. Paul & Pacific Railroad, is 
Acting Chief of Transportation Corps, 
United States Army (European Theatre of 
Operations). Colonel Ryan commenced his 
railway service in 1909 in the Operating 
Department of the Chicago, Burlington & 
Quincy Railroad, and served subsequently 
also in the Operating Departments of the 
Southern Pacific Chicago, Burlington & 
Quincy and Los Angeles & Salt Lake 
Railroads He served in France with the 
Railway Transportation Corps, A.E.F., 
returning to the United States in 1919, 
when he joined the Chicago, Milwaukee, 
St. Paul & Pacific Railroad, on the staff 
of the General Superintendent, Chicago 
He subsequently held positions as Switch- 
man; ‘Trainmaster ; \ssistant Super- 
intendent, and later Superintendent, Terre 
Haute Division; Superintendent of Ter- 
minals, Milwaukee; and Superintendent 
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Milwaukee Division, before being appointed 
Assistant General Manager, Chicago, in 
1932. Colonel Ryan became General 
Manager (Lines West) in 1939. 


Mr. E. B. Walker has been elected a 
Member of the Institution of Mechanical 
Engineers, and Mr. A. G. Walker has been 
elected a Member of the Institution of 
Civil Engineers; both are Directors of 
Walker Bros. (Wigan) Ltd. 


BuRMA RAILWAYS STAFF 

Lt.-Colonel C. P. Brewitt, M.B.E., 
Burma Auxiliary Force, Deputy Traffic 
Manager (Transportation), has been awarded 
the honour of C.B.E., for outstanding work 
in connection with the retirement from 
Burma 

Major J. D. Lewis, District Locomotive 
Superintendent, has been awarded the 
M.C., as recorded in our July 31 issue. 

As a result of the withdrawal from Burma 
and the establishment in Simla of the head- 
quarters of the Burma Railways—now 
known as the Government of Burma, Rail- 
way Department—the following officers 
were reported as being in Simla in Sep- 
tember: Mr. N. Johnson, Chief Executive 
Officer, and Locomotive & Carriage Super- 
intendent; Mr. E. Proctor, M.C., Chief 
Engineer ; Mr. E. I. Milne, Traffic Manager ; 
Mr. T. C. Parker, Controller of Railway 
Accounts; Mr. W. Jj. Aijir, Secretary 


(Deputy Railway Commissioner); Lt.- 
Colonel C. P. Brewitt, C.B.E., Deputy 
Traffic Manager (Transportation) ; and Mr. 


C. G. Jones, Deputy Controller of Railway 
\ccounts. 

Mr. W. H. Chance, V.D., until March 14, 
Chief Railway Commissioner, has been 
granted leave preparatory to retirement, 
and is also in Simla 

\fter great difficulties, Sir John Rowland, 
Director, and Mr. W. Lakeland, Chief 
Engineer, of the Burma-China Railway 
Construction also arrived in Simla, but a 
party including Messrs. Manley, White- 
house, Burgess, and Barnett was still 
marooned by floods en route from Burma 
in September. 

We regret to record the death, after he 
had got through from Burma, of Mr. C. L. 
Kendall, Signal Engineer. 


We regret to record the death at Sheffield 
of Mr. George Stanfield. M.I.Mech.E., who 
had been connected for 26 years with the 
research laboratories there of Thos. Firth & 
John Brown Limited 


Lt.-Colonel Reginald Tristram Harper, 
O.B.E., of Lamberts, Hascombe, Surrey, 
is among those who were nominated for 
Sheriffs in the King’s Bench Division on 
November 12. Colonel Tristram Harper 
is a Director of the Buenos Ayres Great 
Southern and the Buenos Ayres Western 
Railway Companies. 


Mr. George Lawrence, Clerk in charge of 
the Excursion (No. 2) Booking Office at 
Paddington Station, was 60 years of age 
on November 29, and retired after com- 
pleting 45 years’ service with the company, 
all of which he had spent as a booking 
clerk, with the exception of two years’ 
service with the Royal Engineers (Railway 
Troops) during the war of 1914-19. Both 
his father, Mr. Owen Lawrence, formerly 
Stationmaster at Tiddington, and _ his 
grandfather, Mr. John O. Lawrence, who 
had served as a ganger since the opening 
of the G.W.R. line at Wooburn Green on 
the Maidenhead to High Wycombe section, 
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were in the employment of the compzny, 
and between them the trio have served 
for over 150 years. 


Mr. H. W. Croft, Assistant to Statio ery 
Superintendent, G.W.R., who, as rece ed 
in our December 4 issue, has been appoi.. ed 
Stationery Superintendent in successio: to 
the late Mr. W. H. Jarvis, entered he 
company’s service as a junior clerk in -he 
Stationery Office in 1903, and thus S 
served for 38 years in that departmy it 
with the exception of two years fiom 
January 1, 1917, to December 31, 15 '9 
when he was attached to the G.W k 





Mr. H. W. Croft 


Appointed Stationery Superintendent 
G.W.R. 


Police Office for special duties. Mr. Croft 
was awarded the G.W.R. Signalling & Safe 
Working Certificate in 1907 and the G.W.R 
Station Accountancy Merit Certificate in 
1909; and, at the London School of 
Economics, in 1912, he was awarded its 
certificate for his knowledge of ‘‘ The Law 
of Carriage by Railway.’”’ Immediately 
afterwards he was further awarded the 
First Class Certificate and the Institute's 
Bronze Medal of the City & Guilds of 
London for his knowledge of paper manu 
facture. In 1918-19 Mr. Croft secured the 
certificate of the St. Bride Foundation 
Printing School for his ability in connection 
with “‘ Cost Finding and Estimating.”’ 

Captain Clement Jackson, M.C., is to 
act as Honorary Corresponding Member, fo1 
Devon & Cornwall, of the Institute of 
Transport 





We regret to record the death of Mr 
Ernest Stone, who was Registrar, Southern 
Railway Company, from 1932 to 1938, in 
which year he retired after 47 years’ 
service with the London & South Western 
and Southern Railways. 


Mr. Sidney Garcke, C.B.E., has been 
appointed a Director of the North 
Western Road Car Co. Ltd., and has been 
elected Chairman of the company in suc 
cession to Mr. G. Cardwell, who, with 
Mr. S. Kennedy has left the board. 


Mr. R. W. Birca has been appointed a 
Director of the East Kent Road Car Co 
Ltd. in place of Mr. S. Kennedy, who has 
resigned his seat on the board. 
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Christmas Travel Restrictions 

The Ministry of War Transport has 
announced that the limitations on railway 
passenger services during the Christmas 
period will begin a day earlier this year, on 
December 21, and will end a day later, on 
December 29, as we mentioned briefly last 
veek (page 537) This decision has been 
taken because the pressure on the railways 
for essential purposes makes it necessary 
to avoid the running of extra trains before 
and after the holiday weekend 

The directions that have been issued to 
the railway companies are that no more 
ins are to be run on any weekday 
tween December 21-29 (inclusive) than 
on an ordinary weekday in December of 
this year. Similarly, on Sunday, Decem 
ber 27, there will be no more trains than 
on an ordinary Sunday in December 
[rains may continue to run in parts, but 
every part will count as a separate train 
[here will be no special facilities for travel 
by road 


Service Lea Approximately the usual 
number of Service personnel is expected to 
be at home on Christmas Day This has 
been made possible by adjusting the days 
of travel to and from leave 

Visits to Evacuees Vouchers for visits 
1 not be available during 


to evacuees WI 

the period 
Other Restrictions Free or assisted travel 
on leave by the civilian staff of Government 
Departments will be suspended during the 
period, as will also free travel by trans- 

ferred Civil Defence personnel 

Travel To and From Ireland 
\lterations have been made in_ the 
Christmas and New Year period arrange 
ments for travel to and from Eire Chose 
unced in our November 20 issue 
page 498) remain unchanged. For passen 
vers to Eire the date for requiring a 
sailing ticket was advanced from 
December 14 to December 7, the quota for 
the period from December 14 to 23 (inclu 
sive) having been exhausted. For journeys 
from Eire sailing ’’ tickets will now be 
required during the period December 28 
to January 9 instead of Janu- 
ry 5, as announced previously, and as still 
from Northern Ireland 





inclusive 


applying to journeys 


Ice-Free Canals 
\ national scheme is to be put into 
peration this winter to prevent any hold 
ip of traffic by ice on the canals and othet 
inland waterways. Six ice engineers and 
six traffic controllers have been appointed 
the Minister of War Transport, and two 
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types of specially-designed ice-breakers 
will be used. One of the breakers, with 
sharp rising bows, will “ fall’’ on the ice 
and crush a lane through it, and another 
can be rocked from side to side to break 
ice over a wide area. The traffic con- 
trollers will so direct vessels as to make 
the best use of available facilities. 

Some 2,500 miles of canals came under 
Government control last summer The 
principal canals and public carriers by 
canal (listed at page 89 of our July 24 
issue) became Government controlled from 
July 1 last Further carriers came under 
control on August 1 (see our September 11 
issue, page 257), and, under the Canal 
Control (No. 3) Order, which came into 
force on October 1, the Minister of War 
Transport took control of the undertakings 
or portions of undertakings in Great 
Britain wholly owned by, leased to, or 
operated by, any one or more of the follow 
ing undertakers 

(1) J. Barraclough & Co. Ltd 

(2) W. Bleasdale & Co. Ltd. 

(3) T. Fletcher & Sons (Canal Transport) Limited 

(4) G. D. Holmes Limited. 

(5) J. J. Tomlinson 

The release from any of these Orders of 
any undertaking or part of an_ under- 
taking may be made by writing under the 
hand of the Minister or of the Director 
General or Deputy-Director-General or any 
\ssistant Secretary of the Ministry of War 
Transport 


Control of Motor Fuel Order 

The Minister of Fuel & Power has made 
a new Control of Motor Fuel Order, which 
came into force on Tuesday last, Decembet 
8. The main effect of the new Order is to 
bring into one document all the provisions 
of a series of existing Orders which govern 
the supply and use of motor fuel, but it 
also makes the following new provisions 
i ration 
remaining in the tank may no longer. be 
used except for an approved purpose 


a) Motor cveles Basi petrol 


b) Private cars \s before, these must 
not be used for journeys for which other 
means of transport are reasonably practi 
point is that, if other 
the onus of proving that they 
practicable in the 
particular 


able The ney 
means exist, 
were not reasonably 
circumstances of the 
rests with the defendant 


yourney 


Among the 


which these are allowed at 
present to beyond their normal 
limits is to enable a member of H.M 
Forces to join his unit at the end of his 
leave rhis privilege is now restricted by 
the new Order to personnel 
returning from leave of not 


Hire car and taxis 
purposes tor 


t travel 





| This is Urgent | -:; 


less than 48 hours rhe 
same privilege (with the 
same limitation) is extended 
personnel of the 





ask yourself— 





The time has come for every 
person to search his conscience 
before making a railway journey. 
It is more than ever vital to 
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\llied Forces ; and members 
of the Merchant Navy on 
their way to join a sea 
going ship may also _ be 
carried beyond the normal 
limits of the hire-car or taxi 

Under the Cab Service 
Order which came _ into 
force on August 1, 1942, 
taxis licensed by the Police 


IS MY JOU RNEY or Local Authorities to ply 
REALLY NECESSARY? |» 2 


restricted in 
operation to the area in 
which they are licensed to 
ply for hire or places not 








Anew R.E.C. poster 


more than five miles from the 
nearest point on the bound- 
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How much coal can the Railways save in 
the heating of trains and waiting rooms 
this winter ? 

Under the Fuel Target Scheme, supplies 
are restricted and are only available for 
transport’s vital needs. 

' Like you, the Railways must economise 
in every way till victory—and a return to 


better travelling conditions. 
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Recent R.E.C. advertisement 


ary Provision was made in the Order 
for dealing with certain prescribed cases 
of urgency (see our August 21 issue, 
page 185) 

Che general effect of the Hire Service 
Order, which came into force on September 
1, 1942, was to reduce the area in which 
hiring can be undertaken by cars licensed 
for hiring but not licensed to ply for hire 
The Order reduced unrestricted hiring to 
a radius of 10 miles from the place where 
the proprietor keeps the car when not 
let out for hire. The Order also reduced 
to 75 miles the radius within which hiring 
can be undertaken for certain special 
purposes, subject to a declaration by the 
hirer. Hiring beyond this wider radius is 
limited by the Order, as in the case of taxi- 
cabs, to a small number of prescribed pur- 
poses of urgency where the use of other 
means of travel is impracticabie 


Producer-Gas Vehicles in Service 

The Parliamentary Secretary to the 
Ministry of War Transport ‘has announced 
that there were 1,383 vehicles in Great 
Britain operating on producer gas at the 
end of October. 


Producer-Gas Buses with 
Compression Ignition 

The Glasgow Corporation Transport 
Department has been conducting research 
work on prodtcer-gas propulsion 
1938. The famous pioneer gas producer 
owned by the Highland Transport Co. Ltd. 
was not considered satisfactory for opera- 
tion in the city because of poor acceleration 
and lack of power, coupled with the dis- 
advantage of storage and handling of the 
solid fuel. In 1940 an experiment was 
made with a producer unit built on to a 
diesel-engined bus converted to spark 
ignition and with a reduced compression 
ratio This also proved inadequate in 
engine performance. The decision was then 
taken to experiment with diesel ignition 
of producer gas, and practical experience 
of the scheme, improved by various devices, 
has been obtained in the operation of buses 
on one of the less important routes. The 
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Fate of Belgian Locomotives 
More than 4,000 | ymotives from Bel 














gium have been requisition t transport 
to German ind the Russian fi t ind 
nly 800 out-of-date comotive nain in 
Belgium wccording the Independent 
Belgian Ne\ not ea ( 

these fi been compiled Che 
t »f stea tives in Belgium at the 
uutbreak of war is approximatel 3,845 
f which 2,181 were owned by the Belgian 
National Railways, 156 bv the Nord-Belge 
ind 454 by the Vicinaux 

Wagons-Lits for Croatia 
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crease dated from January I 

eported in THE RaILwaAy GAZETTI f 
January 2, 1942 (page 27 In April the 
railway administration desired anothe 
increase, which then did not secure Govern 


the withdrawal on May | 


ent sanction, but has now been authorised 
Exceptions to the ral increase are fot 

vood (which is carried at the old rates 
ind grain, flour, ores, and coal, which art 


10 per cent. increases 


Dining Cars in India 
page 638) we recorded 
last of all dining 
the North-Western State 

The dining car s¢ 


{fn our June 5 issur 
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irs operat 
Railway (I rvice 
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on No. 7 up and No. 8 down Lahore- 
Karachi mails was reinstated as from 
November 1 [wo cars are run on each 


train, one for Europeans and one for 
Hindus and Mohammedans 

From November 1, the 
mails trains are restricted to 
and inter « only 
the Sind Express 


class only 


Lahore-Karachi 
first, second, 

From the same date, 
irries inter and third 


l 
Lass 


Bullock Carts in India 


By reason of abnormally heavy military 
voods traffic, the North-Western Railway 
India) has introduced bullock-cart carriage 
f short-haul ds between Amritsar and 
Lahor through city booking agents. Rail 
freight rates are bei charged, and 





the experiment 


s successful, similar arrangements will be 

opted in other areas served by the N.W.R 
Che cumulati saving in railway wagons 
expected to siderable 


Results of the Burma Evacuation 























LS f tl Japanese invasion 
| We B 1 Crovern issumed 
t p f t of the Bu 
IKXAl i B \ eased to exist a 
f Ma 14, 1942 l eafter, the uil 
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, 1) t Sin the 
i G Sep 
| Ch Railway Commi 
l B Railw Boat ul 
Imi t | Chief Executi 
Oth LSSIS ) f departmen 
ind ecreta | Chief Executive 
Oftic I | t | ent to those of 
rmer A ts Gt il Managers n 
he principal rk in hand is the settlement 
f statt pay at ntractors’ claims 
Meanwhil how irran nts al 
eing mad Lt.-Col ( P 
Brewitt, C.B.1 Deputy Train 
\Ianager | » ition, for the recruit 
ment ft 1 Bu Railways personnel of 
ts fi pe nstruction, and main 
tenan f L\ for use wherever re 
quire 1 majority of the Gazetted 
(thie the Burma Railways are either 
in these units are posted to Indian rail 
on special dut some are on othet 
ks of national importance 
The Director and the Chief Engineer of 
the Burma-China Railway Construction and 
some of their staff are so in Simla, clearing 
ip the rs of that construction It will 
be remembered that thev were for some time 
il ied in the jungle by floods, and in 
Septemb ne part f officers and men 
vas st 5 the Chankkan Pass 
irea, but it was | that they would get 
ut an nt India October 


Tramways Compulsory in Canada 


lramway services must be continued in 
Canadian cities for the duration of the 
war, under a recent ruling of the Dominion 
Governmen The Government has re 
fused the f several cities to dis- 





services, and has re 


ontinue tr 
municipalities to 


vhich had already beet 


restore services 


bandoned 


Christmas Travel in Canada 

Che Transport Controller, Dominion of 
Canada, recently statement urging 
ivilians to avoid travelling, except on 
business of national importance or other- 
wise urgent nature, between December 21 
and 23, and December 28 and 30, inclusive 
so as to leave railway facilities free 
Christmas and 
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Year leave Che statement points out ty 
undesirability of overcrowding the trains 
apart from the fact that, in any case, th 
railways will be handling a large amount 
war freight which cannot be delave by 
abnormal holiday passenger 
statement concludes by saving that trafh 
and operating officials of the Canadia1 
ways are making the best possible pre ra 
tion for handling the holiday traffic 

by asking the public to co-operate in 

way 


Fuel Rationing in the U.S.A. 
Nation | | rationing 


le petrol 





Cam 





force in the U.S on December | R 

shortage is main) responsible  f 

extension to the oil-producing and 

West Stat so that mileage 

ing may act as a rubber conser 

neasul Petrol rationing in the 17 | 
tes dates from Mav 15 last 


Seat Allocation in the U.S.A 
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Survey for Railway to Alaska 
Since the ear spring a survey has 
1 hand f st important railway 1 
supplen t t igh av ft \laska It 
tollows ike RB propose j lh + 
\laska | ional Highwa Cor 
sion, W s stated to be the sh $ 
possib lirect route between Prince Ge 
and the Alaska Railroad at Fairbanks, a 
is 1,300 miles long It was selected 
onl ma yu f its directness, but 
because it follows the trench bet 
the Coast Range and the Rocky Mountair 
where the winters are relatively moderat 
Durin the onstruction of th \ 
Hi va see Opposite pag temperatu 
1 35° «~F. below zero to 90° | 
in the hot weather it 
the men engaged on the w 
5s and head nets to pl 
insects Construction of t 
ilwav by the route adopt 
asier than | others 5 
f line have already been locate 


\laskan Internationa 

was from Vander 

Ita r Tele graph 
The Alcan Highway event 

section between Whit 


\”’ of the 
yMmMission 


Creek 


Big Delta, but with a divers 
undar Route ‘' B”’ was fr 
George to Big Delta, via Watso 
and Dawson \pparently t 
railway h modification 





avoiding Big D« 
to Fairb 


extension of 


passing Cir 





its wa\ 
Che 

railwa\ 

United States railway 


northern Albert 
route for a propos 
to Fairbanks (Alaska 
was urged in a statement 1 on Sept 
ber Premier William Aberhardt 
iberta. Presumably this scheme envisages 
approximately the same course as_ th 
l from the railhead at Daw 


svstem, as a 


Issuc 


29 b 


lean Highway 
son Creek to Watson Lake, or else (less 
likely) an extension from Peace Riv t 


Fort Nelson and on to Watson Lake 
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The Alean Highway 


One of the many outstanding engineer- 
ichievements of the war has been 
the rapid construction of the military 

















h way linking Alberta with Alaska, 
known is the Alcan Alaska 
la) Highway It was reported from 
onton on September 29 that motor 
es had already traversed all sections 
ur October 9 issue, page 354 ind 
United States Secretary of War 
unced on October 29 that the high 
‘ was pen to lorry traffic for its 
re length of 1,671 miles ind that 
tions and material for the troops in 
\ Dass (Actually 
four-ton lorries 
nton for White 
1g tores tor 
nilitary high 
states with 
1 was igh n ré ved promi 
th utbrea f war in the 
I fi th itter s been under con 
tion for some years past ind a 
lian and American Joint Commission 
ippointed in 1939 to investigate and 
ul | Ss of! i high 
to th ind Alaska 
| 1\ International 
H way ( issi d two routes 
running from 1 (near Vander 
the River la 1 th ther 
Prince Geor ie he ters 
Fraser River t Defence Boar 
na l t i l I [ a \ \ i( I was 
lished in 1940, re ted both theses 
ites Th chi jection t the 
Hazelton route wa ts comparative 
nity to y iS which would 
it relativel rable to attack 
serious engineering ulties were found 
he route from (seorge 
Joint Defenc ird therefore pro 
ed in favour of a course which was 
farther lal n he other twe 
i ncerned the section in British 
he factors which influ 
is the existence f 
recently established 
ernment on a lin 
nton and Dawson 
r\ iost of these 
| furnished with sup 
by air, and it was considered desir 
to hav them connected with the 
world by a highway 
The route “finally selected begins t 
Dawson Creek railhead and runs through 
St John on the Peace River 
tavs east of the mountains until it 
es the Yukon Border at Watson 
Lake, where there is an airfield From 
rosses through tl mountains to 
Whitehorse where it connects with the 
vay from Skagw From White 
it apptars that the road takes a 
near Dawson ind into Alaska 
3oundary This place is the most 
erly point n the Highway, as the 
rse is then deflected south-westwar 
Big Delta on the Tanana River, where 
nks up with the 75-mile section of 
roadway to Fairbanks (the capital 
\lash ind Circle on the Yukon River 
ilso with a road to the coast it 
Valdez. | ery is the terminus of the 
\] i Railroad to Anchorage and 


Seward The railways of Alaska formed 
subject of an illustrated article, with 
sketch map, in THE RAILway GAZETTE of 
ctober 24, 1941, page 408 
Work on the Highway was begun late 
winter, when an aerial survey was 
and, under a U.S.A. authorisation 
February, U.S.A. engineer troops and 
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construction equipment were taken over 
winter trials to Fort Nelson before the 
spring thaw in the first few days of April 
Other troops began working out of Daw- 
son Creek, the _ railhead in British 
Columbia, and from, Whitehorse, in 
Yukon Territory Formal agreement was 
reached between the U.S.A. and Canada 
on March 6 last for U.S.A. Army Engi 
neers to undertake the work Climatic 
conditions prevented actual construction 
until about June 1 Chere were only six 
points of access to the route by land 
Iwo sections, each over 500 miles in 
except at their 
attacked 
swamps at all 
bridged some 


ngth, were inaccessible 
extremities Engineer 
forests, mountains, and 
ivailable points Of access, 
200 str laid thousand 
yA | treams alk thousands Of Culvert 
ind rapidly ditched and graded the tw 


tro ps 


way road At the moment, it seems that 
parts are wide enough for single-lins 
traffic only, but with adequate passing 


places 
The road built by the Corps of Engi 
neers is a pioneer road for a permanet! 
highway to be built by the U.S.A 
-ublic Roads Administration under the 
igreement signed with Canada in March 
Cuts and fills are made wide enough for 
the permanent road, and the grade has 
surfaced 
with the best available local material 
Bridges and culverts are built of timber 
cut in clearing the route Pontoon 


ridges were used to get the construction 


een given a high crown and 


orces and their tn lent cross the 
larger streams in advance of the construc 
tion of fixed bridges 

The American Colonel in charge of the 


work, as head of the Northwest Service 


Command, is responsible for all activities 


587 


of the United States Army in the Cana- 
dian provinces of British Columbia and 
Alberta and in the Canadian territories of 
Yukon and Mackenzie, together with 
operation, supply and construction 
activities connected with the White Pass 
Yukon Railway and the Highway, and 
base installations in Fairbanks and 
Skagway, Alaska. 

Management contracts for supervision 
of construction of the permanent high- 
way were let by the U.S.A. Public Roads 
\dministration early in the summer and 
contractors are understood to be at work 
at many points, using the pioneer road 
to bring in equipment and _ supplies. 
U.S.A. Engineer Corps units built most 
of the pioneer road, but in order to ex- 
pedite completion, contractors engaged 
by the Public Roads Administration for 
work on the permanent road were given 
ections of the pioneer road to build in 
rder to release troops tor work on other 
parts of the road In all, some 10,000 
soldiers, and 2,000 civilian workmen 
under the direction of the P.R.A., are 
said to have been employed. 

By such means, a road said to be mainly 
24 ft. wide, for two-way lorry traffic 
was completed and lightly gravelled in a 
working season of less than six months, 
through practically unknown _ terrain—a 
task which many thought would take five 
years, and which, even in May last, was 
estimated 18 to 24 months. The exact 
location of the Highway has not yet been 
lisclosed, for security reasons, but the 
sketch map shows. the 
formal opening 
celebrated on 


iccompanying 
ipproximate course Its 
to military traffic was 


November 17 


See also pages 566 and opposite) 
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Questions in Parliament 


Liverpool Docks Report 
Squadron-Leader E. Errington (Bootle 
( on November 25 asked the Parlia- 
mentary Secretary to the Ministry of War 
[ransport when the Report of Sir John 
Forster on the Liverpool docks would be 
ready and whether he proposed to pub 
lish the evidence and recommendations 


Mr. P. ]. Noel-Baker, Joint Parliamentary 
Secretary, Ministry of War Transport, wrote 
in reply I understand that Sir John 
Forster’s report will shortly be presented to 


the Minister of War Transport and to the 
Minister of Labour and National Service 
Che onfidential and will not 
be published Che question of publishing 
a summary of the will 
be considered when has been 


evidence is ¢ 


recommendations 
the report 


A Liverpool Prosecution 


Mr W rhorne Plaistow—Lab on 
November 25 asked the Parliamentary 
Secretary to the Ministry of War Transport 


if he could make a statement in connection 
with the charges of theft and conspiracy 
involving £500,000 against Charles R. Clare 


a company director and a Liverpool City 
Councillor, John H. Mills, senior naval 
inspector officer, and Miss Maud Tester 
and if he had seen the statement made by 


the Government prosecuting counsel at the 
Liverpool assizes on Monday, November 2 


Mr. P. J. Noel-Baker I have seen a 
report of the statement by prosecuting 
counsel to which Mr. Thorne refers. The 
matter is receiving the close attention of 
the Minister of War Transport, but I am 


not at present in a position to make a state 
ment 

Mr As one of these men was a 
city of Liverpool, can the Parlia- 
mentary Secretary whether the city of 
Liverpool will call upon him to resign his 
seat 

Mr. Noel-Baker I have no information 
on that point, and as this is to be the subject 
of appeal, I do not think I ought to say any 
more 


rhrone 
councillor 
Say 


now 


Coastwise Shipping 


Mr. H. Graham White (Birkenhead East 
Lib.) on November 26 asked the Parlia 
mentary Secretary to the Ministry of Wat 
lransport whether he contemplated the 


issue of a publication which would deal 
with the work and achievement of the 
coastwise shipping trade, on lines similar 
to that followed in the brochure lrans 
port Goes to War 

Mr. P. J. Noel-Baker, in a written reply 
stated For reasons of security, it may 
not be possible to issue a publication about 

istwise shipping on lines exactly similar 
to those followed in fransport Goes to 
War but | am making arrangements with 
the Minister of Information for a book of 
this sort to be written, and I hope it may 
be a worthy tribute to the arduous work of 
tl 1 engaged in th ervice 


Concrete Sleepers 





Mr \\ Thorne Plaistow—Lab on 
November 26 asked the Parliamentary 
Secretary to the Ministry of War Transport 
if he could make a statement about the 
progre f sleepers for railways 
ind what the approximate saving 
of timber if they were successful 

Mr  - Noel-Baker, in a_ written 
inswer, stated I-xperiments are being 
conducted with 17 different types of con 
crete sleepers Although it is not yet 


ate the full extent to which 
used in substitution for 
present laid on railway 


possible to indie 
they may be 
timber, those at 
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tracks represent a saving of some 200,000 
timber sleepers. In addition, more than 
650,000 concrete sleepers have been laid in 
private and other sidings 


Road Fund Grants for Snow Ploughs 
Sir Adam Maitland (Faversham—C.) on 
November 26 asked the Parliamentary 
Secretary to the Ministry of War Trans- 
port, how many local authorities had 
claimed grants from the Road Fund in 
respect of snow-ploughs purchased ; and 
how many of the claims were not admitted 
Mr. Noel-Baker, in a written answer, 
stated : In the year 1941-42, 296 authorities 
claimed grants in respect of snow ploughs 
Between April 1 last and October 31, 218 
other authorities have applied for grants 
Seven claims were not admitted because it 
considered that sufficient plant was 
already available. Fifteen claims were not 
admitted because the ploughs had been 
purchased before grants were available 


was 


Transport of Factory Workers 

Mr. E. Granville (Eye—Ind.) on Novem- 
ber 26 asked the Parliamentary Secretary 
to the Ministry of War Transport if he was 
aware of the delay in obtaining satisfactory 


transport for the workers engaged in the 
factory, the name of which he had been 
informed ; and whether the regional repre- 
sentatives of his Department had visited 
the works and settled this matter. 

Mr. P. J. Noel-Baker in a_ written 
answer stated I am advised that there 
has been some. difficulty about the 
transport of workers to the factory 
to which Mr Granville refers due 
to the fact that the workers live in a 
number of widely dispersed villages. The 
Regional Transport Commissioner held a 


the 


discuss 


management 
arrange 
Nego- 


meeting this week with 
and the bus operator to 
ments for dealing with this traffic 
tiations are continuing 

Mr. E. Granville (Eye—Ind.) 
2 asked the Parliamentary Secretary 
Ministry of War Transport if he 
that lack of transport in 
an industrial town heavily engaged upon 
war production, the name of which he had 
given privately, causing hard- 
ship and dislocation of working shifts ; and 
what action he proposed to take to remedy 
this 


on Decem 
ber 
to 


MM 


the 


S aware bus 


been was 


Mr. P. J. Noel-Baker in a written answet 
stated \n offer had been made by the 
Regional Transport Commissioner to the 


management of the factory in question to 
provide two new bus services and to expand 


two existing services [his offer is, of 
course, subject to a satisfactory agreement 
about the payment to be made for these 


facilities 


Traffic Light Signals 


Sir Leonard Lyle (Bournemouth— on 
December 1 asked the Parliamentary 
Secretary to the Ministry of War Transport 
in how many cases in the country where 


commis 
to 


traffic lights had been put out of 
sion policemen had had to be restored 
deal with the traffic 

Mr Py. 3 Noel- Baker 
Secretary Ministry of 
in a_ written stated I regret 
that the information which Si 
Lyle desires is not available, I may, how 
ever, remind him that traffic-light signals 
discontinued only where they not 
essary tor purposes otf traftic 
control or reasons of safety 


Parliamentary 
War Transport 
reply 
Leonard 


ire are 


at present net 


Brighton & Hove Sunday Bus Services 
Lt.-Colonel A. A. H. Marlowe (Brighton 
December 1 asked the Parlia 

Secretary to the Ministry of War 
whether consideration had now 


( on 
mentary 
fransport 


December 11. 1942 


been given to the representations made t 


him concerning the ban on Sunday m 

bus services in Brighton and Hove and 
whether the scheme would be modified 
so as to provide transport for tho wh 


wished to attend divine 
customary places of worship. 


service at their 


Mr. Noel-Baker in a _ written swer 
stated [The decision to curtail road 
transport services on Sundays was take 
with great reluctance, and was du the 


paramount need to fuel and rubber 
to give relief to the operating staff 
to afford proper opportunity for the 


save 


haul and maintenance of vehicles Che 
Minister of War Transport has give n 
sideration to the representations | has 
received from Brighton and Hove, b has 
reached the conclusion that he would no 


be justified in asking the Regional Trans 
port Commissioner to arrange for th 
vision of omnibus services as suggest 


Rationalisation Schemes 

Mr. John Parker (Romford—Lal 
December 1 asked the Parliamentary $ 
tary to the Ministry of War Transport how 
many rationalisation schemes for retail coal 
delivery had been drawn up in consult 
his Ministry and 


with, or approved by, 
now in operation 

Mr. Noel-Baker stated in a _ written 
answer: Mr. Parker is, no doubt, familiar 
with the general measures which have been 
taken under the House Coal Emerg 
Scheme in order to eliminate unnec« 
deliveries of coal In addition, more than 
20 rationalisation schemes of various types 
have been drawn up in consultation with 
the Mines Department, and are either in 
operation or in active preparation in 
various parts of the country In the light 
of the experience thus gained, the Minister 
of War Transport is now considering 
consultation with the Minister of Fuel & 
Power, what further measures of rationalisa 
tion can be undertaken In the meantir 





issues of motor fuel for retail deliveries of 
coal are being restricted more closely, in 
order to prevent the unnecessary use ot 


fuel and rubber 


Railway Lost Property 
Sir Robert Rankin (Liverpool, Kirkda 

C.) on December 2 asked the Parliamentar 

Secretary to the Ministry of War Transport 
whether, in view of the fact that lost 
property on railways now amounted t 

700,000 items a vear and the work involve 

meant a to them of at least 175,000 
man-hours, he would consider the advis 
ability of instructing the railways to display 


he 
tne 


appropriate warnings to the travelling 
public 

Mr. Noel-Baker The railways ali 
do a good deal to carry out Sir Robert 
Rankin’s proposal by putting advert 


ments in the press, and by displaying 
ters at railway stations. Further advert 


ments and posters for the purpose are¢ 


being prepared | am grateful to 5Su 
Robert Rankin for drawing attentio1 
the waste of skilled manpower that 
involved, and to the extra strain that 
thus needlessly imposed on_ the 
burdened railway staft 
Road Accidents 

M1 Ben Riley Dewsbury—Lab 
November 26 asked the Parliamentar 


Secretary to the Ministry of War Transport 
whether he could give the full number of 
fatal and non-fatal accidents on the roads 


in Great Britain for the months of Octol 
1942 and 1941 respectively ; and whether 
he could state the number of 1 


eT 


licensed 
vehicles for each of the respective months 

Mr. P. J. Noel-Baker wrote in reply 
In October, 1941, 857 persons were killed 





YIM 

















1942 


December 11. 


in road accidents, and 17,650 were injured 
[he figures for October, 1942, were 697 
killed and 13,218 injured. It has not been 
the practice since the war began to publish 
the numbers of vehicles which are licensed 

Sir Frank Sanderson (Ealing—C on 
December 2 asked the Parliamentary 
Secretary to the Ministry of War Transport 
whether he was now in a position to state 


the class of traffic which was primarily 


msible for the number of deaths, par- 
ticularly of young children, from road 
lents ; and whether he was able to give 


information in this regard which would 

elpful to the general community 

Ir. Noel-Baker I regret that [ am 
inable at present to add to the answer I 
y to Sir Frank Sanderson on November 
S as the necessary returns have not been 
le since the outbreak of the war 


Road Accidents in Rural Areas 
Sir Percy Harris (Bethnal Green, South 
t—Lib on 2 asked the 
imentary Secretary to the Ministry 
War Transport, whether, in view of the 
ming number of road accidents in 
as, he would consider bringing inside 
speed limit all villages including those 
excluded as not coming within the 
ution of built-up areas because of the 
nce of street lamps 
Ir Noel-Baker stated in a 
I am afraid there would be great 
ical difficulties in making and enforc- 
1 general Order of the kind which Sir 
I y Harris suggests 1 am glad to tell 
however, that the speed limit has been 
lied by Orders under the Praftic 
\ct, 1934, to many miles of roads without 
ps, including the roads through many 
ves I am prepared to consider any 


December 


written 


Road 


plication for further restriction which 
authorities who are conversant with 
il conditions may make If Sir Percy 


Harris has any special cases in mind in 
that application 


made, I will be glad to make 


thinks such 


h he 


ries 


Bus Stopping Places in London 
Sir Reginald Clarry (Newport—( on 
D mber 2 asked the Parliamentary Secre 
tary to the Ministry of War Transport if 
ittention had been called to the incon 
danger to which the 
lic were exposed at the prescribed bus 
stops in London by the bus not drawing up 
h the landing platform reasonably neat 


ience and possible 


the head of the queu which often 
used the queue to break into an uncon 
led scramble and whether some 


rovement in the arrangements 
1 be made 
Mr. P. Jj 
lransport 
» drivers that they should stop 


head of the queue, and 


present 
Noel- Baker The London 
senge! Board has issued an 

uction t 
their buses at the 





[ think it right to say that, in general, the 
have carefully observed this instru 
Sometimes, however, traffic or othet 

litions may make it impossible for them 

t so, and I am confident that on such 

( the public would desire to make 
llowal for their difficulties At a 
f important points officials are 


ned during the busy 
behaviour but 


hours to ensure 


they are seldom 


| upon to take action 
Co-Ordination of Passenger Transport 
Sil John Jarvis (Guildford—¢ on 


ecember 2 asked the Parliamentary Secré 





to the Ministry of War Transport 
ther he would take steps to see that 
wherever practicable, buses began and 


ended their journeys in or near railway 
station yards and thus saved inconvenience 
he public travelling by railway and bus 
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Mr. Noel-Baker stated in a_ written 
answel The Regional Transport Com- 
missioners arrange for the co-ordination of 
services by road and 
practicable, they 


passenger transport 
by rail and, wherever 
give instructions that buses shall stop at 
or near railway stations I have examined 
the two cases to which Sir John Jarvis has 
drawn my attention Arrangements will 
shortly be completed for the Guildford- 
Cranleigh bus service to pick up passengers 
in the station yard at Guildford On the 
Godalming-Dunsford service I am _ not 
satisfied that there is adequate justification 
for the additional mileage which would be 
involved, as, if the buses went to the rail 
way station, their route would be extended 
by half-a-mile 








. . 
Air Transport in the 
a! 
Future 

The Hon. W I Runciman A.F.C 
Director-General of British Overseas Air 
ways Corporation, at a luncheon of the 
Institute of Transport held in London on 
December 1, said that the war, particularly 
since America joined in, had focussed much 
public attention on air transport and widely 
divergent views were held and expressed 
about what it could really do All agreed 
that it could do a great deal and that there 
would be an immense extension of the use 
of air transport after the war What form 
was this extension likely to take 

The whole of the United States domestic 
air lines, which formed the most highly 
and economically organised system of air 
transport in existence before the war carried 
in the year 1940 rather under 120,000,000 
ton-miles \ single moderate-sized cargo 
vessel in a single peacetime year, carried 
three times as much Moreover, the cost 
per ton mile for the air lines was about 
30d., and the similar cost for the ship 
per ton-mile before the war was round 
ibout 1/30th of one penny It seemed, 
therefore, unlikely that for some time to 
come air transport would replace the cargo 
carrying ship, or for that matter the goods 
train, particularly where low grade freight 
was concerned 

\ir transport had an obvious advantage 
where people or things needed to be moved 
swiftly over long distances Mails were the 
principal example of this, and the lead given 
by the British Empire in the Empire mail 
scheme, by which all first class mail travelled 
by air 


1 
followed 


was likely to be almost universally 
involved 
greatel! than could be covered overnight by 


where distances were 
surtace transport 

Passenger trattic was rather difterent 
Here comfort and convenience came in as 
well as speed \ir transport was already 
before the war, beginning to cater for quite 
distance 
which previously went by rail or sea or not 


lot of long passenger trafhi 


it all Passenger traffic was sensitive to 
the prices charged and so long as costs 
were expressed in terms of money it was 
likely to remain so The possibility of 


offering air transport to the public at rates 


not more than say twice the cost of the 
fares charged by surface tran 
routes still amount of 
subsidy which the 
nations of the world were prepared to pay 


port on most 
depended on the 
ope n Oo! disguised 
to air transport as a whole 
On many routes 1n europe all 
before the war were quoted which, when the 
time was taken 


fares 


gain in convenience and 
into account (and sometimes 
they were not), were more favourable to the 
traveller than the corresponding rail or rail 
and ship fares These air fares were in 


even when 
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most cases only possible on the basis of a 
subsidy though certain routes such as 
London/Paris involving an inconvenient 
rail and sea journey, and used by many 
people to whom price was relatively un- 
important, might hold their own with no 
outside aid There was good reason to 
believe that with recent improvements in 
technique and material there would be more 
such routes wherever the density of traffic 
permitted concentrated operation 

Mr. Runciman said he would be surprised 
if long distance rail travel of the more 
luxurious sort survived many more years 
Here again, the border line was likely to 
come at the distance which could be easily 
covered outside the normal working hours 
of the day, though price would obviously 
enter it Short-haul traffic would 
still go by road because it would be a long 
time before the gain in time by air offset 
the loss of time of trans-shipment from a 
van or lorry to an aircraft and back again, 
and it would be longer still before air 
transport habitually collected or delivered 
goods at the door 

Some would say that all this meant 
merely that the air was going to skim the 
cream of everybody else’s traffic He did 
not believe this to be true. The railways 


goods 


would probably keep most of the third 
class domestic traffic in nearly every 
country where distances were not very 


great Generally, so far as air transport 
stimulated the desire for travel, and by 
virtue of its greater speed enabled people 
to make journeys who would otherwise 
not have time to do so, transport as a 
whole would benefit unless the universal 
experience of more than one generation 
was to be belied 








L.N.E.R. Clyde Steamer 
“Lucy Ashton” 


\ remarkably fine performance has been 
put up by the 54-year-old L.N.E.R. Clyde 
paddle steamer Lucy Ashton, or the ‘‘ Little 
Old Lady,”’ as she is known to Clydesiders 
Looking grim in her wartime grey paint, as 
if conscious of the serious job she has to 
do, she has maintained single-handed, for 
over three years, the L.N.E.R. Clyde Coast 
and, during that period, she has not 
missed a sailing through any defect in her 
machinery or construction—a tribute to 
Scottish shipbuilding 

The Lucy <Ashtoi 


service ; 


leaves her home port 


at Craigendoran at 6.30 a.m. and sails 
throughout each weekday almost’ con- 
tinually until 7.45 p.m.; her longest 


break is of 1} hr. for the purpose of coaling 
and taking stores aboard. In setting up 
this record, she has covered some 94,000 
nautical miles and made 10,000 calls at the 
various piers 

built at Rutherglen by T. B 
Seath & Company for the North British 
Steam Packet Company, and was launched 
in 1888 During her long 


She was 


service she has 


carried many millions of holidaymakers 
and regular travellers across the Firth of 
Clyde, and for many years she provided 
exclusively the regular service between 


Craigendoran the Gareloch 
Greenock 

The Master, Captain D. Campbell, the 
Engineer, Mr. (¢ McLean, and the crew 
pride in maintaining this 
vessel in good trim Their duties are not 
confined to the sailings on weekdays, as 
on Sundays they undertake all maintenance 
work, painting and other jobs which have 


piers, and 


take a_ vreat 


to be performed. Mr. McLean, it may be 
mentioned, was Chief Engineer of the 
Waverley (a sister ship of the Lucy Ashton) 


when she was lost in action at Dunkirk 
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Notes and News 


Permanent Way Institution. 
ing of the London Section will take 
on Saturday, December 19, at 2.30 p.m. at 
the Southern Railway Ambulance Room 
Wimbledon Station, S.E.19, when a lecture 
will be given by Mr. Eric T. Hutt on 


Concrete Sleepers 


\ meet 


Agreed Charges.— Fifty-six more appli 
itions for the approval of agreed charges 
under the provisions of Section 37 of the 
Road & Rail Traffic Act, 1933, have been 
lodged with the Railway rribunal 
Notices of objection were to be filed with the 
Registrar at Wellington House, 125-130 
Strand, London December 8 


Rates 


on or before 


Ministry of Fuel & Power Vacancies. 





Coal Traffic Inspectors are requir ‘ 
the Ministry of Fuel & Power to deal with 
delays in the irance of coal wagons in 
the Peterborough, Cambrid 1 Tun 
bridge Wells areas should 
have railway experien in tl 
areas name 1) ils are iN l ul 
Official Notices at page 591 

Institute of Metals. Professor G. P 
Thomson, 1D).S F.R.S., has accepted t 
mn + + +} ( l i f + Inst tut 
f Metals to d the 1943 Mav Lectu 
His subject wi | tron Diffract 
His father, the S > ae I 
O.M FRIIS \ s i Mav Lect 
and his discou 1915-—was on Th 
Conduction of Electricity through Meta 


Chilean Tramway Nationalisation. 


\ Reuters message from Santiago says that 
i Bill t national the tramways f 
Valparal ind Santi » (which are n 
trol U.S.A. int sts la } il 
mitt t th Chilean Congres I 
G iment envisage stablishing a State 

terpr vith a pital of 150.000.000 
I 5, t i \ t erties I n the 
I it ) 


Midland Railway Co. of Western 





Australia Ltd. The lirects har 
authorised a tinal payment of interest on 
t l rt ilati 1 lt 

enture s n int of t " 
ence June 30, 1942, at the e of 3 pe 

nt les ne ta it 10 1 tl l 
p Jan v 1, 1943, mak vith the 
nterim pay t of 2 p 1 Ju l 
1942, 5 per cent. for the veal 


Road Accidents in October, 1942. 


Che return ut Minister of Wa 
ra I the l ib f per ns I 
ported | Y 
il red I ul I ad | ts 
Great Britain the 1ont! f Oct 





697 deaths (compared with 857 





in October, 1941), 3,369 seriously injured 
npared with 4,376 in October, 1941), and 
9 849 lightly injured ympa th 
13,274 in October, 1941 
Swedish Commercial Aviation 
Schemes. — Ked iktiebolaget Svenska 
Llovd share capital Kr. 9,460,000 which 
f tl ite lar fast ship 


ind Gothenbur wns a 
S 1 Government cession for th 
peration of regular ai rvices between 
Gothenburg and London, and the company 


} l further licence f 

the operation of such services after the war 
with seaplanes \ktiebolaget 

\merika Line with a share capital of 
Kr. 24,000,000, recently founded a 
sidiary, named the Swedish-American Atr 
Line, for the operation of an alr 
between Sweden and the United States 
the initial share capital of the new company 


mw has applied tor 
Svensl 
venskKa 
sub- 


service 


place 
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s Kr. 5,000 No application has yet been 


made, however, for the necessary Govern- 
ment concession 


Technical Clerk with Railway Experi- 
ence wanted.—A national organisation 1s 
seeking a technical clerk experienced in 
handling a large fleet of railway wagons 
For details see Official Notices on opposite 


pave 


Madrid Metropolitan Railway. 
Reuters states, quoting the official German 
from Madrid, that, at an 
extraordinary general meeting, the Madrid 
Metropolitan Railway Company, which has 
of 133,000,000 pesetas, decided to 
latter by 65,000,000 pesetas 
For this purpose the company is to issue 
value of 500 


news agency 


1 capital 


increase the 
new shares with a nominal 


pesetas, whi offered to the present 


1 will b 
shareholders in the ratio of one new share 


for three old shares 


Railway Benevolent Institution Col- 


lection._-(\ New Year's Davy Collection in 
aid of the Railway Benevolent Institution 
vill be made on January 1, 1943, at all 
railway stations in Great Britain and 
Ireland Che number of railway employees 


vho became members of this vear’s casualty 


fund was 171,206, and assistance has been 


rendered to 118 widows of men _ killed 
468 widows of men dying from illness, and 
4.835 n iccidentally injured, making a 
total of 5,421 cases relieved, equal to one 


n every 32 contributors 
Canadian National Railways.-— Gross 
irnings lurit October last were 
$7,241,490 


$36,002 000 in increase of 
ver Septem! 1942, and operating ex- 
penses were $27,098,612, an advance of 


$4,376,831, leaving 


her at 


et earnings $2,864,658 
S8.903 387 \vvregate gross 
irnings for the ten months from January I 
1942, were 
$57,756,479, as compared with the similar 
period f 1941 1] net earnings of 
$71,664,362 showed an 


$17,036,306 


$306.829.000. an increase rt 


improvement 


Argentine Great Western Railway 
Co. Ltd.—-Under the working agreement 
this company received from the Buenos 
Avres & Pacific Railway Co. Ltd. and 
listributed in respect of the vear ended 
June 30, 1942, £136,000 in interest on the 
first and second debenture stocks paid 
January 1 and July 1, 1942 In additior 
the Pacific Company has during the veat 
inder review paid to the Great Western 
Company £136,300 nd since June 30 
1942 further sum of £136,300 Distri 

ition of these two sums brings the arrears 

f interes 1 t 5 per cent. debenture 

ip to October 1, 1937 The mora 
torium period has been extended to June 30 


Pavit is and livestock trafti 
un ler review al 


? 507,352 tons (2,395,142 tons 





Red Cross Penny-a-Week Fund.—Th: 
fund authorities state that 41,000 em 
lovers in England and Wales now a1 


iffording facilities for their workers, num 
ering approximat l 6.000.000. to make 
collective contributions to the Red Cross 
Penny-a-Week Fund [Thanks to thei 
ready co-operation, the Red Cross & St 


John is receiving an income of nearly 
£30,000 a week from this source In addi 
collections bring in an 
additional £20,000 a week In view of the 
urgent need for additional revenue ex 
pressed recently by Lord Iliffe, Chairman 
of the Duke of Gloucester’s Red Cross & 
St. John Appeal, the authorities request 
that all employers whose workers are not 
contributing already should bring the 
scheme to their notice and provide the 


tion, house-to-house 


necessary 


facilities 
details of the scheme 


for 


December ll, 1942 


collection 


will be 


sent 


to those interested on application 


Red Cross Penny-a-Week Fund, Bra1 
near Basingstoke 


Eversley, 


Hants 


Indian Post-War Industry. 
India’s | 


states that 
industrial 
furthe! 
ment of India 
dustrialists in 


Madras 


mands on industry 


plans 
reconstruction 
creation 
of advisory panels 

Bombay, 
Che panels will advise 
met 


with the 


for 


can 


be 


bv 


have adv 
the 


Calcutt 





Full 
idly 


Lay 





British and Irish Railway 


Stocks and Shares 


G.W.R 

Cons. Ord 
5°, Con. Pref 
Red. Pref. (1950) 
Re. Charge 
» Cons. Guar 
» Deb 

Deb 

, Deb 

Deb 
4 Deb 


a 


NUAAAUUUW 


L.M.S.R 


Ord 

4°, Pref. (1923) 

4 Pref 

5°, Red. Pref. (1955) 
4, Guar 

4”,, Deb 

5"., Red. Deb. (1952) 


L.N E.R 
5°o Pref. Ord 
Def. Ord 
4°. First Pref 
4", Second Pref 
5° Red. Pref. (1955) 
4", Firse Guar 
4", Second Guar 
3°, Deb 
4"., Deb 
5"., Red. Deb. (1947) 
4} Sinking Fund 
Red. Deb 
SOUTHERN 
Pref. Ord 
Def. Ord 
5 Pref 


5", Red. Pref. (1964) 

5°. Guar. Pref 

5 Red. Guar. Pref 
(1957) 

4°., Deb 

5", Deb 

4°,, Red. Deb (1962 
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4", Red. Deb. (1970 
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L.P.T.B 
4 A 
5 a* 
4 T.F.A 
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Ord. ... 


G. SOUTHERN 
Ord 
Pref. 


, Guar 


Deb 





Highest 
1941 


1094 
105} 
1294 
113} 


153 
107 
107 
128 
1143 
112 
1304 
108 


108} 


99} 
99 


120343 


Lowest 
1941 


102} 
994 


904 
85} 


109) 
115} 


102 
28} 


10 
16 
42 


Dec 


57 
1124 
107 
1304 
126} 


1144 


~N 


rot epee 
ra wvooOnw 


274 


20 
25} 


68 





oa ot 






























































St 


» 1 

¢ Sl 
\\ 
\\ 

Stirle 

< 

l 

KI 

li 

\ 


Ne 
Boat 


n 
‘ 
S I 
I 
} 
i ( 
29] 


Pay 


are 





December 11, 1942 
OFFICIAL ADVERTISEMENTS 


ADVERTISEMENTS 


0 IC 


THE RAILWAY GAZETTE 


OFFICIAL NOTICES 


TH! MINISTRY OF FUEL AND POWER require 
Coal Trafic Inspectors to deal with delay 1 the 


f coal wagor the Peterb 
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Now on Sale 


Universal Directory of Railway Officials 
and Railway Year Book 


48th Annual Edition, 1942-43 



































s NATIONAL Org ( ; a thoinmiait 
1 Ww h k : “ th 
: i t MI 
3 y “pape ‘4 Ap] t : oe x ” 
4 1 t R.C.H i 
: . 343 c \ y verh > Price 20 - net. 
- = The Ra v1 3. THE DIRECTORY PUBLISHING CO., LTD., 
S \ I S.W.1 33, Tothill, Street, Westminster, S.W.1 
{ xpenditur including depreciatior tol ind also t msider and ii thought fit 
t red 1 tenance 2,661,048 — pass I] resolution as an extra 
| { 1inst £1.798.972 in tion « the company 
t that eG t t e and they are 
t ' { Bahia Blanca & North Western Rail- ereby authoris io Keeani caer. aio en 
: ‘ ‘ ties. way Co. Ltd.—The board reports that th books, papers. and documents of the com 
} larant D amendes? f $40 000 lue tro pi + + (it ()~ Mot Services 
Buenos Ayres Great Southern Railway | Lim 
Italian Railway Development, 1922- [Ltd t ine 30) 
sg. —T1 nt fir i Sul f tl 1942 s 93,000 North-Western Region Buses.—In 
nt of 4 It 1 \ il tere t 1 | t l ( nnection with 1 nt discussions between 
nt irs it W st t stock 35,000 t t t s s 1 tl Western 
t s entu t t x I | sport ( it was 
3 650.000.0000 t viden 207 00 t th | I . that tl i irge private com 
lit nt int tock | een duly pa sand 33 nicipally-owned transport 
1) 000.000 \ i f 10,350 f N.D.A inde cl <1 i egion 
+ il T 
10.150.000.000 Li , pa t L.M.S.R. Extension of Time Order. 
<pens in in t f 3,762 lhe Minist f War Transport has made th 
Strasbourg Tramways.—The Stras Londotr Midland & Scottish Railway 
framways Company has inged its Canadian Railway Revenues. —[h Extension of Tin Order, 1942 (S.R. & O 
t +t} Stras | isp Com Domini Bureau of Statistics reports that 1942, N 2340), extending by three years 
Strassburger Ver s-Bet ve A.G Cana uri this vear the time ited by Section 6 of the 
S.V.B It ts considerable  t ighes nue I tha jonth on L.M.S.R. Act, 1939, for the « ympulso1 
f traft 1941 At tl l, and a total exceeded only by t purcha f lands at Wheathampstead 
nv’s it gen eeting the f Oct 1928 he earnings for July Harpend 1 Nottingham 2) Section 
! f t eference capital of were $57,529,040, an increase of $12,087,104 19 of tl \ct of 1939 for the completion of 
8 620.000 int linar ipital was ver July, 1941, and only $4,341,960 less — th uilwa 1 Hazel Grove and Bramhall 
the t ‘ t than for October, 1928. Operating expenses authorised r nstructed by Section 
¢ < owned wh 1 the Strasb vere $42,004,198 in Jul igainst f the Act of 1934 $3) Section 22 of the 
ipalit \ d the i } $35,248,142 ime month last yea Act of 1939 for the mpulsory purchase of 
t “he paid to the ipalit amounts and the operating imcome Increase l t inds 1 it Alderl Edge and Wilmslow 
2M. 100.000 $10,581,519 from $7,261,660. The monthly authorised to be acquired bv the Act of 
payroll increased from $20,989,616 in July 1930 n St. Pancras authorised to b 
Institute of Transport “ Brains fast ir to $24,162,507, or by about 15 p acquired by the Act of 1933, and (c) at 
rrust \t the October meet- en The number of emplovees increased Abergele d to I ! 
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the trust covert nany subjects 
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rmation of buses, the subst 
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Transport 
Northern 


Northern Ireland Road 
Board.—The a unts of the 





1 Road Transport Board for the 
to September 30 last show an perat 
profit of 955610. after wlocating 

175.000 lepreciation rnd deferred 
tenal nd providing for wal damage 
ul Che ilable surplus is 

60,061 From this sum £126,533 is 
priated for interest on loans issued 

the Road & Railway Transport Act 

Northern Ireland 1935, and £7,463 for 
ption of \ stock Superannua 
& pension reserve receives £5,000, and 

g il reserve £10,000 Taxation pro 

is £25,000 These appropriations 
£173.996 leaving £86,065, which 
ces the debit balance carried forward 

t £338,511 lrattic receipts were 


iwainst £2,085,766 in 1940-41 


by 4-7 per cent., to 156.145. compared with 

July, 1941 

Transport 
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London 
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Board has announced that, of £12,583,000 
London Transport 4$ per cent r.F.A 

stock, the holders of about £9,600,000 of 
Stock, or 76 per cent. of the total, have 


elected to exchange into the new London 
guaranteed stock 


recent offer 
I 


Transport 3 per cent 


1967-72 on the terms of the 
was November 18 


The closing date he 
balance of the authorised issut ( 
£12.905.641 London [ransport 3 pet 
ent. guaranteed stock will be issued for 


irrangements 
1 London 


cash, in accordance with the 
and the unconvert« 
per cent r.FLA 
in cash on January 1, 1943 


already made 


rsion were 


roposed cony 


yber 2 issu page 313 





Bedford 
voluntary 


Coach Service 
\ resolution for the 


Blue 
Limited. 
winding up of this « 
a special resolution at an extraordinary 
veneral meeting on July 30 Notice is now 
given that pursuant to Section 236 of the 
Companies Act, 1929, a general meeting of 
the members of the company will be he ld 
London, on December 29 


ymmpany Was passed as 


at 88, Kingsway 
at noon to receive the report of the liquida 


to be acquired by th 


Harcourt 
Department of 
Overseas Trade, said recently that it was 

I e that before the end of the war 
we should have spent our foreign invest 
nents to the tune of £150,000,000 a year 
at least. and, taking into account the 
£50,000,000 a vear debit balance in 1938 
it would appear that we should need to 
lo at least £200,000,000 a vear of addi 


Post- War Exports.—\ 


Johnstone Secretary 


} 


tional export 


trade to balance our 


In post-war economic recon 
struction our export industry must _ be 
prepared to be idaptable as never before 
to consumer demand The 
} 


iccount 


world was 
emanding far greater variety and much 

re rapid change in its supply of goods 
which would not march 
would suffer, but if they 
idapted themseives to modern conditions 
they had nothing to fear. New industries 


imited possibilities before them 











Contracts and Tenders 


The Peruvian Corporation Limited has 
placed a contract with John I. Phornvecroft 
& Co. Ltd. for marine-engine spares for the 
Paita Railway of Peru. 
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Canada 


Indiat 


Various 
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ee bn — view is that after the war there are likely may | forthcoming, according to me 
Railway Stock Markei ' t aae ae oe oy SS €. according. to som 
~ to be important steps for the reorganisa- views, but on the other hand, this ms 
In the absence of improvement in tion of transport, but it should not bk unlikely unless there were consider to 
Stock Exchange business, security values overlooked that developments of a similar be good grounds for expecting ar in 
ontinued to show a reactionary trend nature may be proposed in respect of creases in the rates of dividend to be 
but declines on balance were again very other leading industries In the case of maintained in the future 
small in most sections Sentiment was the railways it seems probable that the In common with other sections he 
till issisted by the confidence indi financial agreement with the Government Stock Exchangs home railway 
cated by the moderat imount of selling which is scheduled to run for at least one have been less active, but in the al 
in evidence The fact that demand ha vear after the war, will remain in force much selling, declines in the 
een on a limited scale reflects the pre intil questions affecting post-war reor tocks were moderate Moreover 
iling disposition to await the progres ganisation have been finally settled All charges remained firmly held and 
f war developments in North Africa points considered, it would, therefore vell maintained in price At the t 
Mereover, Sir William Beveridge report ippear that from the long-term angle writing Great Western ordinary 
on social security ind = other = fact which tends to have a very important moved back 563, which compare 
tended to draw widespread attention t part in influencing Stock Exchange 573 a wee g L.M.S.R. ordinary 
change lit nd difficultic values ind also from the’ short-term from 262 to 26 the senior prefer 
hat may have t eI the post-war viewpoint of current yields, home rail 1 75h te 5, and the 1923 pref 
d way junior stocks have considerable from 625 to 62 L.N.E.R. first | 
he strong de 1 which was expe! ittraction The belief prevails that in ice was slightly lower at 60, and 50) 
enced a few w igo r all classes of ny post-war re er the railwavs second preference lost part 
irit va ) large 1 isur reflec id their st rs cal xpect to re ecent ris Southern preferred 
tion « the ti t rket views the ve equit | treatment ind that any ( : 23 to J+: ind the deferred 
current as to post-war prospects Thereca evelopmet! his kind would probably p23 1 214 London Transport 
I ibt that h e railway‘ vw base n the revenue figures vas 54 compared with 55} 
( cl ‘ la undervalu he Railways Act f 1921 than on the \fter their recent sharp decline 
g il i l1 factors and the fac existing financial ment with the \ i partial rally in Argentine rail 
that the offe Vit large Gover! Following the turn of the u { larly the prior char 
he rt ing lustrial shar r t ny I th creasing interest entiment as to which wa issiste 
\ . it in tl not vill atta » the lividend announce ie interest pavments innounced 
I imerou there I he ( the I companies, €%X Central Argentine B.A. & Pacifi 
group of juit 1 \ | ted 1 Fe u [here is no reasor Arg il Great Western Argent 
uring the war riod ar clear] | the payments should not be at t North Eastert B’’ debentures 
fine s in the railw ju e levels th 1941; in some hig \ turther ri was sl 
t It tru e 4 reva I ial higher payments lited of Havana debentures 
Traffic Table and Stock Prices of Overseas and Foreign Railways 
Traffic for Week Aggregate Traffics to date Prices 
17) 
tonne Weel 2 Totals Shares < - < s 
Railways open ; Ending Inc. or Dec ay isendina os _or o— $- a 1° of 
1941 4 5 Total compared y . , eh an Stock Bon ZH ya 2 AO 
this year with 1941 his Year Last Yea =~ — a le-s 
t £ £ £ rd 
Antofagasta (Chili) & Bolivia 834 29.11.42 24,600 1,180 48 1,028,070 939,070 89,000 Ord. Stk 103 34 10 i! 
{ pegondine North Easterr 753 28.11.42 12,504 + 2,544 22 296,424 256,356 40,068 = 6 4 6 Ni 
| Bolivar 174 Oct., 1942 6,430 2,780 44 47,139 38,504 8,635 6p.c. Deb 5 5 184 Nil 
Brazil : Bonds 8 242 «(195s 
Buenos Ayres & Pacific 2.907 28.11.42 100,800 18,000 22 1,915,620 1,704,900 210,720 Ord. Stk 73 ik a.) 
Buenos AyresGreatSouthern 5,080 28.11.42 176,280 13,800 22 3,030,420 2,829,240 201,180 Ord. Stk 03 3} 10¢—sCNN 
Buenos Ayres Westert 1.930 28.11.42 62.520 6,420 22 1,124,580 1,094,280 30,300 9 2 | tt¢| N 
Sonerad Koonntine 3700 «28.11.42 142.209 49.464 22 2'706.780 2'374,959 331/821 ea B 24 74 Nil 
Yo Dfd 9} 34 Nil 
Cent. Uruguay of M. Video 972 28.11.42 26,463 3,408 22 477,268 495,123 17,855 Ord. Stk 9} ! 5t oN 
Costa Rica 262 Oct., 1942 13,131 9:03! 13 51.375 91/158 39,783 Stk Si} on 14 
Dorada 70 © Oct., 1942 19,470 9.250 44 157,175 122,970 34,205 1Mt.Db. 97 97 86 ¢ 
Entre Rios 808 28.11.42 19.380 4.536 22 403,368 373.944 29'424 Ord. Stk 4 \ 7 Ni 
Great Western of Brazil 1,030 28.11.42 18,300 1,890 48 546.900 477,900 69,009 Ord. Sh Il - | - 28/9 N 
| international of Cl. Amer 794 Oct., 1942 $439,491 $30,010 42 $5,072,794 $4,666, 581 $406,213 
interoceanic of Mexico Ist Pref 3 6d 2 \ 
La Guaira & Caracas 22}? Nov 1942 8,885 | 960 48 80,810 72,370 8.440 5 p.c. Deb 80 64 
casenhitns 1,91 14.11 42 30,288 + 3,259 20 1,390,255 1,209,568 89.687 | Ord. Stk 4 S$ Nil 
Mexican 483 30.11.42 ps. 407,800 + ps.24,300 22 ps. 6,261,900 ps. 6.554.800 — ps. 292.900 3 3 | Nil 
Midland of Uruguay 319 Sept. 1942 11,895 1,899 35,002 41,274 6,272 
Nitrate 382 30.11.42 5,497 + 1,390 48 177,555 132,903 44.652 Ord. Sh 66 I+ 72 3 
Paraguay Central 274 +—-27.11.42 $3,866,000 — $466,000 22 $80,654,000 $76,166,000 $4,488,000 Pr.Li.Stk. 43 29 SI i 
Peruvian Corporat 1,059 Nov., 1942 77,634 14,137 19 414,622 355,843 58,779 Pref 6) 148, 143 Ne 
Salvador 100 Sepr., 1942 ¢ 55,000 ¢ 10,000 14 c¢ 183,000 ¢ 156,172 c 156,172 
San Paulo 1535 22.11.42 36,371 4 196 48 — 1,732,045 1.716.819 15.226 Ord. Stk. 52 | 24} , 57 34 
Taltal 160 Oct.. 1942 3,180 2,420 17 19,840 21,990 2,150 Ord. Sh ! 6- 2 Nil 
\ United of Havana 1,346 28.11.42 57,072 37,757.21 901,366 415'423 485°943 | Ord. Sch 4 A | a 
Uruguay Northern 73 Sept., 1942 1,059 180 14 3,257 3.929 672 
Canadian Paci 17,039 30.11.42 1,437,600 268,000 48 46,468,200 40,048,400 6,419,800 Ord. Stk. 13% 7h 16 Ni 
Barsi Light 202 Oct., 1942 13,747 255 30 106,747 101,002 5,745 
Bengal & North Westerr 2,990 Oct., 1942 184,425 76 594 4 184,425 263,019 78,594 Ord. Stk. 345 253 3704 53 
Bengal-Nagpur 3.267 20'6.42 284,100 31.301 tt 2,271,325 2,107,876 163,649 101 95% | 100§ 4 
Madras & Southern Mahratta 2,939 31.7.42 341,625 133,549 18 2,714,939 2,473,085 241.853 oi 105-4 101! 104§ 74 
Rohilkund & Kumaor 571 Oct., 1942 60,375 10,969 4 60,375 49.405 10,969 “ 342. 290 «358i 0S 44 
South Indian 2,402 20.6.42 179,171 43,616 12 1,376,295 1,113,057 263,238 100 87 101 44 
Beira 204 Sepr., 1942 80,067 52 905.759 
Eeyetien Celta 607. —«-20.10.42 13.364 1,277. 31 224,460 157,047 67,413 Prf. Sh 14| 29/- 34 Nil 
Manila B. Deb 68 45 42 8: 
Midland of W. Australia 277 = Sept., 1942 27,713 7,393 9 84,321 58,977 25.344 Inc. Deb 90} 864 924 6 
Nigerian 1,900 29.7.42 51,026 12,476 9 1,212,844 1,122,822 90,022 
icdasie 2'442  Sept., 1942 520,353 525,892,152 = 
South Africa 13,291 3.10.42 789:943 — 57,895 29 20,933.48) 20,072,873 850,608 
Victoria 4,774 June, 1942 1,410,451 945,742 
Note. Yields are based on the approximate current prices and are within a fraction of 7% Argentine craffics are given in sterling calculated @ 16% pesos to the £ 

















































































